DOT/FAA/AR-00/22 Corrosion and Corrosion Fatigue
Office of Aviation Research Of Al rfram e M ater | al S

Washington, D.C. 20591

July 2000

Final Report

This document is available to the U.S. public
through the National Technical Information
Service (NTIS), Springfield, Virginia 22161.

e

U.S. Department of Transportation
Federal Aviation Administration



NOTICE

This document is disseminated under the sponsorship of the U.S.
Department of Transportation in the interest of information exchange. The
United States Government assumes no liability for the contents or use
thereof. The United States Government does not endorse products or
manufacturers. Trade or manufacturer's names appear herein solely
because they are considered essential to the objective of this report. This
document does not constitute FAA certification policy. Consult your local
FAA aircraft certification office as to its use.

This report is available at the Federal Aviation Administration William J.
Hughes Technical Center's Full-Text Technical Reports page:
actlibrary.tc.faa.gov in Adobe Acrobat portable document format (PDF).



Technical Report Documentation Page

1. Report No. 2. Government Accession No. 3. Recipient's Catalog No.

DOT/FAA/AR-00/22

4. Title and Subtitle 5. Report Date

CORROSION AND CORROSION FATIGUE OF AIRFRAME MATERIALS July 2000

6. Performing Organization Code

7. Author(s) 8. Performing Organization Report No.
Dr. Robert P. Wei
9. Performing Organization Name and Address 10. Work Unit No. (TRAIS)

Lehigh University
Dept. of Mechanical Engineering & Mechanics

19 Memorial Drive West 11. Contract or Grant No.

Bethlehem, PA 18015 92-G-0006

12. Sponsoring Agency Name and Address 13. Type of Report and Period Covered

U.S. Department of Transportation Final Report 6/15/92 — 9/30/99
Federal Aviation Administration

Office of Aviation Research 14. Sponsoring Agency Code

Washington, DC 20591 ACE-100

15. Supplementary Notes

The FAA William J. Hughes Technical Center COTR was Dr. Thomas Flournoy.

16. Abstract

This report summarizes research performed under Grant 92-G-0006 and complementary programs sponsored by the Air Force
Office of Scientific Research under Grants F49620-96-1-0245 and F49620-98-1-0198. The objectives of these programs are
(1) the development of a basic understanding of the processes of localized corrosion and corrosion fatigue crack nucleation and
growth in high strength aluminum alloys used in airframe construction, (2) the formulation of kinetic models for these elemental
processes, and (3) the integration of these models into probabilistic models that can provide guidance in formulating
methodologies for service-life prediction and airworthiness assessment.

The research showed that localized pitting corrosion acts as crack nuclei and causes early crack nucleation and the onset of
fatigue crack growth. It can significantly reduce the service lives of structural components. Fundamental understanding of these
targeted mechanisms and measurements of their kinetics of evolution are summarized. A simplified, probability model, based on
this understanding, was developed and used to demonstrate the feasibility of translating laboratory data into predictions of the
evolution and distribution of damage of aircraft in service. Agreement between model predictions and distribution of damage in
the lower wing skin of an aircraft that had been in commercial service for 24 and 30 years illustrates the efficacy of this
approach. It confirms the importance of incorporating the impact of localized corrosion into the structural reliability and
airworthiness assessment methodologies.

17. Key Words 18. Distribution Statement

Corrosion, Corrosion fatigue, Pitting, Localized corrosion, | This document is available to the public through the National
Crack nucleation, Fatigue crack growth, Life prediction, | Technical Information Service (NTIS) Springfield, Virginia
Probability modeling, Airframe materials, Aluminum alloy, | 22161.

2024-T3 alloy
19. Security Classif. (of this report) 20. Security Classif. (of this page) 21. No. of Pages 22. Price
Unclassified Unclassified 69

Form DOT F1700.7 (8-72) Reproduction of completed page authorized



PREFACE

Individuals who have contributed to the Phase Il effort include Dr. Robert P. Wei, Principal
Investigator (fracture mechanics and materials science); Dr. D. Gary Harlow (probability
modeling); Dr. Ming Gao (materials science); Dr. Kuang-Chung Wan (Ph.D. 1996, Applied
Mechanics); Dr. Chi-Min Liao (Ph.D., 1997, Materials Science and Engineering); Dr. Evan J.
Dolley, Jr. (Ph.D., 1999, Mechanical Engineering and Mechanics); Mr. Baekho Lee (M.S., 1999,
Mechanical Engineering and Mechanics); Ms. Svetlana Oshkai (M.S. candidate in Mechanical
Engineering and Mechanics); Ms. Julie DeMoyer and Mr. Jeffrey Zoleta (undergraduates in
Mechanical Engineering and Mechanics), and Ms. L. D. Domanowski (undergraduate from
Bucknell University). Ms. Domanowski was supported by a summer internship provided by the
P.C. Rossin College of Engineering and Applied Science at Lehigh University.



ACKNOWLEDGEMENTS

This research was supported by the Federal Aviation Administration under Grant 92-G-0006
with complementary support by the Air Force office of Scientific Research under Grants
F49620-98-1-0198 and F49620-96-1-0245. The authors wish to acknowledge the Air Vehicles
Directorate of the US Air Force Research Laboratory for providing sections of the wing panels
from the CZ-184 aircraft used in this investigation; the Boeing Company, Information, Space &
Defense Systems for making the data available to us; and Joe Luzar of Boeing-Wichita for his
technical assistance and helpful discussions. L.D. Domanowski was supported by a summer
internship provided by the P.C. Rossin College of Engineering and Applied Science at Lehigh
University.



TABLE OF CONTENTS

EXECUTIVE SUMMARY

1. BACKGROUND AND OBJECTIVES

2. TECHNICAL APPROACH

3. LOCALIZED (PITTING) CORROSION

3.1
3.2
3.3
3.4

Constituent Particles

Pitting Corrosion
Electrochemical Measurements
Mechanistic Models

4. TRANSITION FROM PITTING TO FATIGUE CRACK GROWTH

o. FATIGUE CRACK GROWTH

5.1

5.2

Chemically Short-Crack Behavior

511 2024-T3 Aluminum Alloy
5.1.2 7075-T651 Aluminum Alloy

Impact of Chemically Short-Crack Behavior on Fatigue Life

5.2.1 7075-T651 Aluminum Alloy
5.2.2 2024-T3 Aluminum Alloy

6. MODELING AND INSIGHT

6.1

6.2

7. PROBABILITY MODELING AND ANALYSIS OF J-STARS TEARDOWN

Effect of Pitting Corrosion on Fatigue Life

6.1.1 Modeling and Initial Comparison
6.1.2 Further Verifications
6.1.3 Probabilistic Analysis

A Mechanistically Based Probability Approach: Probabilities of Occurrence

and Detection

DATA FROM TWO B707 AIRCRAFT

7.1

Modification of the Mechanistically Based Probability Model

Page
Xiii
1-1
2-1
3-1

3-1
3-2

3-13

5-1
5-1
5-1
5-4
5-4

S5-7

6-1

6-1

6-3
6-5

6-6

7-1



7.2 PoO and Statistical Analysis of J-STARS Teardown Data 7-3

7.3 Estimation of Multisite Damage (MSD) 7-7
7.4 Metallographic Examinations of Damage and Implications 7-8
7.5  Statistical Analyses of the Lower Left Wing Skin of CZ-184 Aircraft 7-12
8. SUMMARY 8-1
9. REFERENCES 9-1

APPENDIX A [Present ations and Publications From the Program

Vi



Figure

2-1

2-2

3-1

3-4

3-5

3-6

3-7

3-8

3-9

3-10

3-11

LIST OF FIGURES

Schematic Diagram of the Development of Corrosion and Corrosion Fatigue Crack
Growth

Flow Diagram Showing the Overall Processes for Corrosion and Fatigue Damage

SEM Micrograph Showing Pitting Induced by Constituent Particles in a 2024-T3
Aluminum Alloy

SEM Micrograph of the Cross Section of Severe Corrosion Pits in a 2024-T3
Aluminum Alloy (TS) Surface Along With an Inset Showing the Appearance of
the Corresponding Pits on the LS Surface

SEM Microfractographs of Fatigue Fracture Surface of a 2024-T3 Alloy Showing a
Severe Corrosion Pit as the Crack Nucleus: Viewed (a) Normal and (b) at 45° to
the Fracture Surface

SEM Micrographs Showing Severe Pitting in a 2024-T3 Aluminum Alloy After
500 Hours in 0.5M NaCl Solution at Room Temperature: (a) the LS Surface After
Chemical Cleaning and (b) the Corresponding 3D Replica

SEM Micrographs of the Epoxy Replica of a Severe Corrosion Pit in 2024-T3
Aluminum Alloy: (a) Plan (Bottom) and (b) Elevation (Side) View Relative to
the Original Pit

TEM Micrograph of 7075-T651 Aluminum Alloy Showing Oxide Left Behind by
Particle-Induced Corrosion: (a) Residual Oxide and (b) Reconstructed Image
Showing Position of Original Particle

Low- and High-Magnification TEM Micrographs Showing a Al,Cu Particle and its
Environs in a 2024-T3 Aluminum Alloy: (a) Before and (b) After 180-min.
(Cumulative) Immersion in 0.5M NaCl Solution at Room Temperature

TEM Micrographs Showing an Al,CuMg Particle and its Environs in a 2024-T3
Aluminum Alloy: (a) Before and (b) After 15-min. Immersion in 0.5M NaCl
Solution at Room Temperature

Relationship Between Cathode-to-Anode Area Ratio and Current Densities of
Alloy A-Al Couple in Neutral 0.5M NaCl Solution

Relationship Between Cathode-to-Anode Area Ratio and Current Densities of
Alloy B-Al Couple in Neutral 0.5M NaCl Solution

Relationship Between Cathode-to-Anode Area Ratio and Current Densities of
Alloy A-Al Couple in 0.5M NaCl + 0.07M AICl3 Solution (pH [315)

vii

Page

2-1

2-2

3-2

3-3

3-4

3-9

3-10

3-10



3-12

3-13

3-14

4-1

4-2

5-2

5-3

5-5

5-6

S-7

5-8

6-2

6-3

Relationship Between Cathode-to-Anode Area Ratio and Current Densities of
Alloy B-Al Couple in 0.5M NaCl + 0.07M AIClI; Solution (pH [315) 3-11

Conceptual Models of Particle-Matrix Interactions (Local Corrosion) for (a) a
Cathodic and (b) an Anodic Particle 3-14

Schematic Diagram of a Conceptual Model for Pitting in the Transverse
Orientation Involving Matrix Dissolution Around Clusters of Cathodic (Type C)
Constituent Particles 3-14

Schematic of a Proposed Corrosion/Fatigue Map Showing the Relationship
Between Stress-Intensity Factor Range and Frequency With the Applied Cyclic
Stress Range as a Parameter 4-2

The Relationship Between the Stress-Intensity Factor Range of Equivalent Cracks

at Fatigue Crack Nucleation and the Frequency of the Applied Cyclic Stress 4-2
Chemically Short-Crack Behavior in the 2024-T3 Aluminum Alloy in a Deaerated
and Aerated Solution With [O,] = 7 ppm 5-2
Chemically Short-Crack Behavior in the 2024-T3 Aluminum Alloy in the Aerated
Solution With [O,] = 30 ppm 5-2
Chemically Short-Crack Behavior In the 7075-T6 Aluminum Alloy 5-3

Effect of Frequency on the Chemically Short-Crack Behavior in a 7075-T6
Aluminum Alloy at a AK of 5 MPa m*/2 5-3

Effect of Frequency on the Chemically Short-Crack Behavior in a 7075-T6
Aluminum Alloy at a AK of 10 MPa m*? 5-4

Power-Law Relationship for the Chemically Long- and Short-Crack Regimes for
a 7075-T6 Aluminum Alloy in a 0.5M NaCl Solution 5-6

Reduction in Fatigue Life From a Crack Length of 0.03 to 1 mm Caused by
Chemically Short-Crack Behavior in the 7075-T6 Aluminum Alloy 5-7

The Reduction in the 2024-T3 Fatigue Life From a Crack Length of 0.03 to 1 mm
When Considering Chemically Short-Crack Behavior at a Frequency of 10 Hz 5-8

Influence of Stress, Initial Pit Size, and Frequency on Fatigue (Crack Growth) Life  6-2

Observed Reduction in Fatigue Life for the 2024-T4 Aluminum Alloy as a
Function of the Initial Pit Size 6-2

Estimated Fatigue Life is in Good Agreement With the Actual Fatigue Life for
the 2024-T4 Aluminum Alloy 6-3

viii



6-4

6-5

6-6

6-8

6-9

6-10

6-11

7-1

7-2

7-3

7-4

7-5

7-6

7-7

Observed Reduction in Fatigue Life for the 2024-T3 Aluminum Alloy as a
Function of Precorrosion Time in a 0.5M NaCl Solution

Fractograph Showing a Corrosion Pit That Nucleated the Dominant Crack in the
2024-T3 Aluminum Alloy After 384 Hours of Precorrosion

Observed Reduction in Fatigue Life for the 2024-T3 Aluminum Alloy as a
Function of Initial Pit Size

Estimated Fatigue Life is in Good Agreement With the Actual Fatigue Life for
the 2024-T3 Aluminum Alloy

Pit Depth Distribution Following 384 Hours of Corrosion in an Aqueous 0.5M
NaCl Solution on the 2024-T3 Aluminum Alloy

Estimated and Actual Distributions of Fatigue Life Showing That the Distribution
of Pit Depth Dictates the Distribution of Fatigue Life for the 2024-T3 Aluminum
Alloy

Evolution of Average Damage Size With and Without Corrosion
Probability Distribution of Damage at a Given Time at 293 K and 10 Cyc/Day

Schematic Diagram of the Processes for Airworthiness, Structural Integrity, and
Durability Assessments

A Comparison Between the Predicted and Observed PoO for Hole-Wall Damage
in the Left-Hand Lower Wing Skins (2024-T3 Aluminum Alloy) of the
CZ-180 Aircraft

A Comparison Between the Predicted and Observed PoO for Hole-Wall Damage
in the Left-Hand Lower Wing Skins (2024-T3 Aluminum Alloy) of the CZ-184
Aircraft

A Comparison Between the Predicted and Observed PoO for Hole-Wall Damage
in the Left-Hand Lower Wing Stiffeners (7075-T6 Aluminum Alloy) of the
CZ-180 Aircraft

A Comparison Between the Predicted and Observed PoO for Hole-Wall Damage
in the Left-Hand Lower Wing Stiffeners (7075-T6 Aluminum Alloy) of the
CZ-184 Aircraft

A Comparison Between the Predicted and Observed PoO With Estimated Error
Bars for the Data for Hole-Wall Damage in the Left-Hand Lower Wing Stiffeners
of the CZ-184 Aircraft

Variations in the Simulated Damage Distributions for 100 Fastener Holes Based on

the PoO for the Skin of the CZ-184 Aircraft

6-4

6-4

6-5

7-1

7-4

7-4

-7



7-8

7-9

7-10

7-11

7-12

7-13

7-14

7-15

7-16

7-17

7-18

Simulated Damage Distribution for 1,000 Fastener Holes Based on the PoO for
the Skin of the CZ-184 Aircraft

SEM Micrograph of Corrosion-Related Distributed Damage at Hole No. 54 in
Panel B2-2-2 of the CZ-184 Aiircraft

SEM Micrograph of a Section Through an Elongated Damage at Hole No. 77 in
Wing Panel B3-2-5 of the CZ-184 Aircraft Showing Corrosion Attack of the
Fatigue Crack

SEM Micrograph of a Through Section of a Shallow Damage at Hole No. 77 in
Wing Panel B3-2-5 of the CZ-184 Aircraft Suggesting That the Crack Was
Dissolved by Corrosion

Optical Micrograph of a Highly Stressed Region of Hole No. 107 in Wing Panel
B3-2-2 of the CZ-184 Aircraft Showing Extensive Corrosion Fatigue Cracking

Optical Micrograph of a Highly Stressed Region of Hole No. 103 in Wing Panel
B3-2-2 of the CZ-184 Aircraft Showing Extensive Corrosion Fatigue Cracking

Comparison of the PoO for the Maximum MHWC Lengths Reported by J-STARS,
Measured Using Video Imaging Microscopy, and Effective Length Estimated
From the Overall Extent of the Field of Damage for Selected Holes From the
CZ-184 Aircraft

A Portion of Section 2 Along Stiffener 4 From the CZ-184 Aircraft for Which
Microscopy and Statistical Analyses are Made

Comparison of the PoO for all MHWC Lengths Reported by J-STARS and all of
Those Measured Using Video Imaging Microscopy for 110 Holes From Section 2
Along Stiffener 4 From the CZ-184 Aircraft

Density of Measured Cracks Per Fastener Hole for Section 2; Stiffener 4 From the
CZ-184 Aircraft

Damage Distribution of Maximum Crack Lengths for 110 Fastener Holes From
Section 2 Along Stiffener 4 From the CZ-184 Aiircraft

7-9

7-10

7-10

7-11

7-11

7-12

7-13

7-14

7-14

7-15



Table

3-2

5-1

5-2

LIST OF TABLES

Open Circuit Potentials (OCP) of Pure Al and Alloys A and B in Neutral
0.5M NaCl Solution

Limiting Current Densities and Transition Area Ratio of Various Galvanic
Couples in Various Solutions

Crack Growth Rate Coefficients and Exponents for the 7075-T6 Alloy at 10 and
0.5Hz

Estimated Fatigue Life for the 7075-T6 Chemically Short- and Long-Crack
Regimes at 10 Hz

Xi/xii

Page

3-9

3-12

5-5

5-6



EXECUTIVE SUMMARY

In support of the National Aging Aircraft Research Program (NAARP) of the Federal Aviation
Administration (FAA), Lehigh University undertook a multidisciplinary program of research to
study corrosion and corrosion fatigue of airframe materials. The program was initiated on 15
June 1992 for a 3-year period as Phase | and was extended from 15 June 1995 to 30 September
1999 as Phase Il. It was complemented by a companion program under the sponsorship of the
Air Force office of Scientific Research (AFOSR). The objectives of these programs are (1) the
development of a basic understanding of the processes of localized corrosion and corrosion
fatigue crack nucleation and growth in high-strength aluminum alloys used in airframe
construction, (2) the formulation of kinetic models for these elemental processes, and (3) the
integration of these models into probabilistic models that can provide guidance in formulating
methodologies for service-life prediction and airworthiness assessment. Experimental efforts
under the FAA-sponsored program were directed at the 2024-T3 aluminum alloy, while those
under the AFOSR-sponsored program were concentrated on the 7075-T651 alloy. This report
summarizes research performed under the Phase Il program from 15 June 1995 to 30 September
1999 and includes modeling efforts in which shared FAA and AFOSR sponsorship necessarily
occurred.

Research under these programs has demonstrated the efficacy and value of using a
multidisciplinary, mechanistically based probability approach to address the issues of aging of
civil and military aircraft. Localized corrosion and corrosion fatigue (acting in competition)
have been shown to be a principal material aging mechanism in structural aluminum alloys used
in aircraft construction. The operation of this mechanism in service is confirmed by teardown
inspection data from the lower wing panels and stiffeners from two transport aircraft that had
been in commercial service for about 24 and 30 years. It is supported by preliminary
metallographic information from the lower wing panels of one of the aircraft. Localized
corrosion nucleated at constituent particles in highly stressed areas of aluminum alloys through
particle-induced galvanic attack of the matrix and grew from particle to particle in a cluster or
contiguous clusters of particles to form severe corrosion pits. These severe pits (on the order of
50 to 200 um in depth) served as nuclei for fatigue cracking and can reduce the fatigue (crack
growth) life by a factor of 10. Localized corrosion, therefore, is deemed to be the principal
contributor to the early onset of multisite (fatigue) damage (MSD), and its impact on structural
integrity and flight safety needs to be assessed.

Based on the understanding developed under these programs, a simplified, mechanistically based
probability model (incorporating localized corrosion and fatigue crack nucleation and growth)
was formulated. Using laboratory data on localized corrosion and fatigue crack growth rates and
by considering only the primary (typical) loading from ground-air-ground cycles, the evolution
of corrosion and fatigue damage in the fuselage and lower wing skins of a commercial transport
aircraft was estimated. The predicted probability of occurrence (PoO) of damage is compared
against the probability of detection (PoD) through the use of state-of-the-art nondestructive
inspection (NDI) techniques. The comparisons suggest that the present level of PoD (for
example, at 50% for a 1.27-mm deep crack using the ultrasonic technique) is inadequate. The
fact that sizing of damage is not a required part of NDI is troubling. For airworthiness
assessment and fleet life management, quantitative characterization of damage size should be an
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integral part of an effective airworthiness assurance methodology.  An appropriate
nondestructive inspection target for damage sizes, at one-tenth the current level of sensitivity,
should be set to recognize the role of corrosion in fostering the early onset of MSD.

The estimated distributions in corrosion and corrosion fatigue damage were compared against
teardown inspection data from the lower wing panels and stiffeners from two transport aircraft
that had been in commercial service for about 24 and 30 years. These aircraft had been
examined as a part of the Air Force Joint Surveillance Target and Attack Radar System (J-
STARS) program. The good agreement between the estimated and observed damage
distributions demonstrated the efficacy of the approach and the feasibility of using short-term
laboratory data to predict long-term performance. The utility of the model in estimating stress-
life (S-N) response and the distribution of damage for structural integrity assessment that
involves MSD is also shown. Results from this research are ready to be transitioned and can
serve as the basis for developing methodologies for design and sustainment management of civil
and military aircraft.

Xiv



1. BACKGROUND AND OBJECTIVES.

Localized corrosion (in the form of pitting and exfoliation) and corrosion fatigue crack
nucleation and growth are clearly recognized as degradation mechanisms that affect the
structural reliability, durability, and integrity (safety) of commercial transport aircraft. The
Aloha incident, as well as studies by the airframe manufacturers (for example, the Aging Aircraft
Evaluation Program by Boeing), indicate that corrosion is far more widespread than anticipated
[1]. A quantitative methodology for defining suitable inspection intervals and mandating repairs
is needed for effectively managing the nation’s fleet of commercial and military transport
aircraft. The development of such a methodology requires a quantitative understanding,
characterization, and modeling of the elemental processes of damage evolution and the
integration of the various models into a probabilistic framework for estimating service lives or
the probability of occurrence (PoO) or distribution of damage over time. The methodology can
also be integrated into the design process to effect life-cycle design optimization and sustainment
planning for new aircraft and into the development of suitable fixes for the current fleet.

Lehigh University proposed to undertake a 3-year program of research to study corrosion and
corrosion fatigue of airframe materials in support of the Federal Aviation Administration (FAA)
Aging Aircraft Program. The proposed program was accepted by the FAA and research was
initiated on 15 June 1992 (Phase I). It was extended as Phase Il, effective 15 June 1995, and
covered the period to 30 September 1999 through no-cost extensions. The program was
complemented by programs sponsored by the Air Force office of Scientific Research (AFOSR)
from 1 July 1993 to 31 January 2001.

The objectives of these programs are (1) the development of a basic understanding of the
processes of localized corrosion and corrosion fatigue crack nucleation and growth in high-
strength aluminum alloys used in airframe construction, (2) the formulation of kinetic models
for these elemental processes, and (3) the integration of these models into probabilistic models
that can provide guidance in formulating methodologies for service-life prediction and
airworthiness assessment. Experimental efforts under the FAA-sponsored program were
directed at the 2024-T3 aluminum alloy, while those under the AFOSR-sponsored program were
concentrated on the 7075-T651 alloy.
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2. TECHNICAL APPROACH.

The technical approach involves the development of mechanistic understanding of the processes
of localized corrosion and corrosion fatigue crack growth in terms of electrochemistry,
microstructure, and fracture mechanics, as well as the identification of sources of variability and
characterization of their distribution. Based on this information, mechanistically based
probability models are formulated to serve as the basis for developing methodologies for the
sustainment and management of aging commercial and military aircraft.

The development of damage is illustrated schematically in figure 2-1 and is shown in a flow
diagram in figure 2-2. The early stage is dominated by corrosion in the form of pitting (or other
localized corrosion) and the later stage by corrosion fatigue crack growth. Within the context of
these mechanisms, an upper bound of damage is to be defined in terms of structural reliability
and damage tolerance considerations for mandating repairs. The research is focused, therefore,
on the quantitative understanding and characterization and kinetic modeling of the following
elemental processes:

. Onset of localized corrosion damage (particularly mechanisms and kinetics of pit
nucleation and growth).

. Transition from pitting to fatigue crack growth.
. Early stages of corrosion fatigue crack growth (short-crack regime).
. Corrosion fatigue crack growth.

Crack Nucdeation and Growth

[
ﬁ ® Threshold for f f1
4] Crack Growth )
E | ¥ Transition te
\ 0 Crack Growth £3
Ei £1
[L1]
(]

Crack Growth
* Dominated

— Lo Corrosion
Dominated

TIME (N/£)
Pitting Corrosion

FIGURE 2-1. SCHEMATIC DIAGRAM OF THE DEVELOPMENT OF CORROSION AND
CORROSION FATIGUE CRACK GROWTH
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Formulation of a predictive model must include the probabilistic contributions from material
properties and key variables on the rate of corrosion (particularly pit nucleation and growth), the
transition from corrosion to cracking (i.e., crack nucleation) and corrosion fatigue crack growth.

The principal issues being addressed are as follows:

. Identification and verification of key internal and external variables that control each of
the aforementioned unit processes for corrosion and corrosion fatigue cracking and
determination of the stochastic nature of each process.

. Quantification of the probability distribution function (including time variance) of each
of the key variables.

. Development of a quantitative understanding of the rate controlling step and mechanism
for each damage process and formulation of a mechanistic (deterministic) model for each
that describes the functional dependence on the key variables.

. Integration of mechanistic models and probability distribution functions and formulation
of mechanistically based probability models for life prediction and reliability assessment.

. Validation of the approach and models through comparisons with available in-service or
teardown inspection data on aging or retired aircraft.

The concept of a competition between localized (pitting) corrosion and corrosion fatigue crack
growth in high-strength aluminum alloys was confirmed by experimental observations early in
the program [1,2]. In addition, the early experiments showed localized (pitting) corrosion to be
associated with constituent particles, and pit growth appeared to result from the coalescence of
pits formed in a particle cluster or clusters. The particle density can be high (i.e., about 3,000
particles/mm? for those with projected surface area >1 pm? in a 1960’s vintage 2024-T3 alloy)
[1,2]. Clustering and banding were evident and appeared to depend on orientation. The research
emphasis in Phase I, therefore, was placed on the role of constituent particles on pitting corrosion
and the transition to fatigue crack growth. During Phase Il, emphasis was placed on the
development of a more detailed understanding and modeling of pitting corrosion and fatigue
crack growth (in the short-crack regime). A simplified probabilistic model of corrosion and
corrosion fatigue was formulated and used to estimate the PoO and distribution of damage. The
estimates were used to assess the probability of detection (PoD) by nondestructive inspection
(NDI) techniques and for validation through comparisons with data on aircraft that have been in
long-term service.

In this report, principal findings from Phase Il are summarized in the following sections.

Information from the companion AFOSR sponsored program is included. A cumulative list of
presentations and publications from these programs is appended to this report.
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3. LOCALIZED (PITTING) CORROSION.

Studies of localized corrosion were focused upon pitting corrosion as a precursor to corrosion
fatigue cracking in the 2024-T3 and 7075-T651 (bare) alloys and were carried out principally at
room temperature in 0.5M NaCl solutions. Initial results showed that localized corrosion
(pitting) resulted from galvanic coupling of the matrix with constituent particles in the alloys
[1,2]. Pitting was found to depend strongly on temperature and solution pH. The pitting rate
increased with increasing temperature (corresponding to an activation energy of about 40
kJd/mol), and was higher at more basic pH levels. The process appeared to be very complex,
involving three-dimensional interactions with the constituent particles. Corrosion sensitivity
appeared to be orientation dependent; being more severe in the thickness orientation (the
orientation that is more representative of the surface of a rivet or fastener hole) because of local
segregation of the constituent particles.

To better understand particle-induced localized (pitting) corrosion, more detailed studies of pitting
were carried out on the transverse sections of these alloys at room temperature by in situ monitoring
and by post corrosion examinations using optical and SEM. A replication technique was developed
to facilitate examinations of the morphology of corrosion pits in three dimensions and
measurements of pitting kinetics. Identification of the constituent particles and observations of
particle-induced galvanic corrosion were carried out by TEM along with measurements of galvanic
current between pure aluminum and model compounds that are representative of the composition of
certain constituent particles. In addition, initial statistical models for particle and pit distribution and
pit growth were developed. Principal results from these studies are briefly summarized.

3.1 CONSTITUENT PARTICLES.

Two types of constituent particles were identified initially by energy dispersive x-ray spectroscopy
(EDS) in the SEM [1,2]: Type A particles that are anodic and Type C particles that are cathodic
with respect to the matrix. In the 2024-T3 alloy, Type A particles are those that contain Al and Cu
or Al, Cu, and Mg. Type C particles represent a complex group with varying amounts of Al, Cu,
Fe, and Mn (and sometimes Si). Types A and C particles in 7075-T651 alloy, on the other hand,
contain Al, Cu, Mg, and Zn and Al, Cu, Fe, Cr, Mn, and Zn, respectively. The density of these
particles (with projected surface area greater than 1 um?®) was about 3,000 particles/mm? in the
2024-T3 alloy* versus about 1,500 particles/mm? in the newer 7075-T651 alloy. The distributions
in particle sizes for the two alloys are similar. Elemental maps showed that nearly 75% of the
constituent particles in the 2024-T3 alloy were Type A, whereas Type C constituted over 80% of
the particles in the 7075-T651 alloy. More detailed characterizations by analytical electron
microscopy (AEM) and x-ray microprobe analysis [3] showed Type A particles in the 2024-T3
alloy to be principally Al,Cu and Al,CuMg. They tended to be small and were nearly equiaxed.
Type C particles, on the other hand, were identified with complex intermetallics. Typical particles
that were examined showed them to be of the type (Fe,Mn),Si(CuAl), and appeared to be modified
forms of AlgFe,Si or Al;oMn3Si. They tended to be larger, often elongated and aligned along the
rolling direction. In the 7075-T651 alloy, Type C particles were identified as orthorhombic
Al,3CuFe, that contained small amounts of Cr, Mn, and Zn. The remaining particles in this alloy

! The 2024-T3 sheet was of 1960’s vintage, and the 7075-T6 sheet was of 1980’s vintage.
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are principally amorphous SiO,, which are inert. The compositions of these particles are consistent
with the results of x-ray microprobe analyses.

3.2 PITTING CORROSION.

Pitting in these alloys, in a 0.5M NaCl solution, showed that localized corrosion (pitting) was
associated with constituent particles. Based on electrochemical considerations, a distinction
should have been drawn between anodic (Type A) and cathodic (Type C) particles; with anodic
particles tending to dissolve themselves, while cathodic particles promoting dissolution of the
adjacent matrix. Evidence from this research showed, however, that the anodic particles tended
to take on a cathodic character as a result of deposition of Cu onto the particles during corrosion
or through preferential dissolution of Al or Mg [4,5].

The pitting process is very complex and involves 3D interactions with constituent particles. Two
modes of pitting corrosion were clearly identified: namely, (1) general pitting over the specimen
surface and (2) severe localized pitting at selected sites. General pitting occurs almost
immediately upon specimen immersion and leads to the formation of small, shallow pits over the
entire specimen surface, see figure 3-1. Each pit was clearly identified with a constituent particle
on the specimen surface and corresponded with particle or matrix dissolution. Severe localized
pitting at selected sites is attributed to the interactions of the matrix with a cluster or clusters of
constituent particles. The particle clusters form local galvanic cells to sustain continued matrix
dissolution and result in larger and deeper pits.

FIGURE 3-1. SEM MICROGRAPH SHOWING PITTING INDUCED BY CONSTITUENT
PARTICLES IN A 2024-T3 ALUMINUM ALLOY



Figure 3-2 shows SEM micrographs of the cross section of pits formed from such clusters of
constituent particles and an inset of the pits at the specimen surface [5,6]. The larger of the two pits
is approximately 500 um long and 70 um wide at the surface and approximately 300 um deep at
this section. The overall shape of the pit reflects the planar distribution of constituent particles in
this alloy. A comparison of the deeper severe pit in figure 3-2 with the SEM microfractograph of a
fatigue crack origin (a corrosion pit represented by the dark region at the center of the
microfractograph) in figure 3-3 shows that their overall features are nearly identical. The associated
surface features of the fatigue origin (not shown) are also identical to those shown in the inset in
figure 3-2. Similar comparisons clearly identify severe localized pits as nuclei for corrosion fatigue
cracking.

FIGURE 3-2. SEM MICROGRAPH OF THE CROSS SECTION OF SEVERE CORROSION
PITS IN A 2024-T3 ALUMINUM ALLOY (TS) SURFACE ALONG WITH AN INSET
SHOWING THE APPEARANCE OF THE CORRESPONDING PITS ON THE LS SURFACE

The 3D nature of the severe pits is captured by the comparison of the corroded LS (longitudinal-
thickness) surface of a 1.6-mm-thick 2024-T3 aluminum alloy sheet after 500 hours of exposure to
0.5M NaCl solution, with the corresponding epoxy replica in figure 3-4 [5,6]. Each severe pit seen
on the corroded surface is clearly associated with one on the replica (designated from 1 to 17 in
figures 3-4(a) and (b)). Many detailed features of the corroded surface may be seen on the surface
of the replica; compare, for example, the lightly corroded (cathodically protected) region
surrounding each pit and the many small pits on the surface (figures 3-4(a) and 3-5(b)). The severe
pits tend to be concentrated (>50%) along the midthickness region of the sheet and are narrow and
long and substantially larger than the surface opening. For example, the surface length and width of
pit 4 are 230 and 80 um, respectively, as compared to an overall length and width of over 430 by
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FIGURE 3-3. SEM MICROFRACTOGRAPHS OF FATIGUE FRACTURE SURFACE OF A
2024-T3 ALLOY SHOWING A SEVERE CORROSION PIT AS THE CRACK NUCLEUS:
VIEWED (a) NORMAL AND (b) AT 45° TO THE FRACTURE SURFACE
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0.5 mm

FIGURE 3-4. SEM MICROGRAPHS SHOWING SEVERE PITTING IN A 2024-T3

ALUMINUM ALLOY AFTER 500 HOURS IN 0.5M NaCl SOLUTION AT ROOM

TEMPERATURE: (a) THE LS SURFACE AFTER CHEMICAL CLEANING AND
(b) THE CORRESPONDING 3D REPLICA [6]




130 pm shown by the replica. The height (or depth of penetration) of the pits ranged from about
100 to over 300 um. The replicas show substantial corrosion attack beneath the specimen surface
and potential linkup of several pits into a single large pit of a complex shape (see, for example, pits
5, 6, and 7). They confirm that surface measurements alone would underestimate the extent and
kinetics of pitting attack.

SEM micrographs of the replica of pit 2, in plan and side views, are shown at a higher magnification
in figure 3-5. Figure 3-5 shows the typically complex form of a severe corrosion pit. The
appearance of the replica is consistent with the postulated role of constituent particles in promoting
pitting corrosion in the high-strength aluminum alloys. The individual rounded features are
believed to correspond to galvanic corrosion of the matrix by the cathodic constituent particles in
the alloy, and the overall planar appearance is attributed to the planar array of these particles in the
rolled sheet. The open space seen in figure 3-5(b) suggests the role corrosion played around a
particle (or a cluster of particles) at the surface in allowing the electrolyte to penetrate into the alloy
and effect substantial corrosion beneath the surface. The 3D nature of these pits is best seen through
the use of stereo imaging techniques (not shown here). The shape of the replica for pit 2 might be
likened to that of one-half of a pecan or walnut with the center representing the small pit opening at
the surface and the rest the cavernous pit below the surface.

FIGURE 3-5. SEM MICROGRAPHS OF THE EPOXY REPLICA OF A SEVERE
CORROSION PIT IN 2024-T3 ALUMINUM ALLOY: (a) PLAN (BOTTOM) AND
(b) ELEVATION (SIDE) VIEW RELATIVE TO THE ORIGINAL PIT

To provide unambiguous confirmation for the role of constituent particles in promoting pitting, a
series of experiments were carried out with the aid of TEM on the 2024-T3 and 7075-T651
aluminum alloys [4]. The constituent particles were first identified and the TEM (thin foil),
samples were then repeatedly immersed in 0.5M NaCl solution and re-examined for galvanic
corrosion attack. Figure 3-6 shows a pair of TEM micrographs to illustrate the typical galvanic
corrosion of the matrix that results from the coupling with a cathodic constituent particle in the

3-5



105 min
3.5% NaCl @ 338 K

e (b)

Al,;CuFegtype
Particle

FIGURE 3-6. TEM MICROGRAPH OF 7075-T651 ALUMINUM ALLOY SHOWING
OXIDE LEFT BEHIND BY PARTICLE-INDUCED CORROSION: (a) RESIDUAL OXIDE
AND (b) RECONSTRUCTED IMAGE SHOWING POSITION OF ORIGINAL PARTICLE

7075-T651 alloy. The larger semicircular region in figure 3-6(a) represents oxides that had been
left behind by the corrosion. The smaller semicircular depression represents the original
position of the particle in the thin foil which had fallen out during corrosion. The relative



positions of the particle and the corroded region are shown in figure 3-6(b), with the particle
photographically superimposed back into its original position. The size of the corroded region
(about five times the particle radius) attests to the effective range of the potential field
surrounding the particle.

For the 2024-T3 alloy, Al,CuMg and Al,Cu are anodic with respect to the matrix; Al,Cu,
however, is cathodic relative to pure aluminum. The (Fe,Mn) containing particles are cathodic
relative to the alloy and pure aluminum. The TEM studies showed matrix dissolution around the
(Fe,Mn) containing particles as a result of galvanic coupling between the particle and the matrix.
Extensive matrix dissolution was also observed around the nominally anodic Al,Cu particles as a
result of plating of Cu back onto the particles during corrosion, (see figure 3-7). Although the
Al,CuMg particles dissolved rapidly as a result of galvanic coupling to the matrix, some matrix
dissolution was also noted as a result of Cu deposition or Cu enrichment through preferential
dissolution of Al and Mg from these particles, (see figure 3-8).

FIGURE 3-7. LOW- AND HIGH-MAGNIFICATION TEM MICROGRAPHS SHOWING A
Al,Cu PARTICLE AND ITS ENVIRONS IN A 2024-T3 ALUMINUM ALLOY: (a) BEFORE
AND (b) AFTER 180-MIN. (CUMULATIVE) IMMERSION IN 0.5M NaCl SOLUTION AT
ROOM TEMPERATURE. THE INSET IN (b) IS AN EDS SPECTRUM THAT SHOWS Cu
TO BE THE PRINCIPAL COMPONENT IN THE CORROSION PRODUCT FILM.
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FIGURE 3-8. TEM MICROGRAPHS SHOWING AN Al,CuMg PARTICLE AND ITS
ENVIRONS IN A 2024-T3 ALUMINUM ALLOY: (a) BEFORE AND (b) AFTER 15-MIN.
IMMERSION IN 0.5M NaCl SOLUTION AT ROOM TEMPERATURE

The extent of dissolution around Al,Cu and the (Fe,Mn) containing particles were comparable to
that around the Al;CuFe, particles in 7075-T651. Matrix dissolution was less around the Al,CuMg
particles. The fact that it can take place around all or most of the constituent particles provides an
important bridge for the development of the larger severe pits.

Dissolution current densities were estimated based on the estimated amounts of material
removed by galvanic corrosion and reflected anodic or cathodic control by the particles [4]. For
the anodic (Al,CuMg) particles, the estimated current density was about 0.18 mA/cm? at room
temperature. The estimated values were about 0.2 mA/cm? and 0.04 mA/cm?, respectively, for
Al,Cu and the (Fe,Mn) containing particles.

3.3 ELECTROCHEMICAL MEASUREMENTS.

To aid in the understanding of particle-induced pitting in 2024-T3 and 7075-T651 aluminum
alloys, two model alloys, with compositions of 75%Al-25%Fe (Alloy A) and 70%Al-22%Fe-
6%Cu-2%Mn (Alloy B) in atomic percent, were prepared to emulate constituent particles in
these alloys [5,7]. Alloy A reflects the composition of the simplest cathodic particle in the 7075-
T651 alloy and Alloy B reflects that of a typical cathodic particle in the 2024-T3 alloy. The
model alloys were used to provide basic electrochemical information and for studying their
galvanic interactions with pure aluminum.
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The open circuit potentials (OCP) of these model alloys and pure aluminum in 0.5M and 0.7M
NaCl and 0.5M NaCl + 0.07M AICl; solutions are given in table 3-1. The measured anodic and
cathodic current densities for the alloys A-Al and B-Al couples in the 0.5M NaCl and 0.5M NaCl
+ 0.07M AICI; solution (at pH = 3.5 and 6.5) are shown as solid points in figures 3-9 to 3-12 as a
function of the cathode-to-anode area ratio (A¢/As). In each case, the anodic current density (i)
increased with area ratio at low area ratios, while the cathodic current density (i) remained
essentially constant. At high area ratios, on the other hand, the cathodic current density
decreased but the anodic current density remained constant. These results reflected the limiting
cathodic or anodic current density that could be supported over the available surface area of the
electrodes.

TABLE 3-1. OPEN CIRCUIT POTENTIALS (OCP) OF PURE Al AND ALLOYS A AND B
IN NEUTRAL 0.5M NaCl SOLUTION

Alloy A Alloy B
Solution Pure Al (AlsFe) (70Al-22Fe-6Cu2Mn)
0.5M NaCl, pH=6.5 -730 -485 -620
0.5M NaCl, pH =3.5 -1150 -600 -590
0.7M NaCl, pH =3.5 -1150 -610 -600
0.5M NaCl + 0.07M AICl3, pH =3.5 | -1125 -660 -635

Notes: 1. All the potentials are based on the saturated calomel electrode (SCE).
2. Solutions were opened to the air and the [O,] CZlppm.
3. All the potentials were double-checked.
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FIGURE 3-9. RELATIONSHIP BETWEEN CATHODE-TO-ANODE AREA RATIO AND
CURRENT DENSITIES OF ALLOY A-Al COUPLE IN NEUTRAL 0.5M NaCl SOLUTION
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FIGURE 3-10. RELATIONSHIP BETWEEN CATHODE-TO-ANODE AREA RATIO AND
CURRENT DENSITIES OF ALLOY B-Al COUPLE IN NEUTRAL 0.5M NaCl SOLUTION

160
- Alloy A - Al Couple
140 —
n Alloy A

120
< [ @ Anodic Current Density, i,
E 100 m Cathodic Current Density, i,
3 —— Calculated Current Density
2
2 80
5]
a)
g 60
3

[
40 n
Al [] -
20 - (] oo "o
0 T T T T T T T

00 02 04 06 08 10 12 14 16
AJA,

FIGURE 3-11. RELATIONSHIP BETWEEN CATHODE-TO-ANODE AREA RATIO AND
CURRENT DENSITIES OF ALLOY A-Al COUPLE IN 0.5M NaCl + 0.07M AICl,
SOLUTION (pH [315)
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FIGURE 3-12. RELATIONSHIP BETWEEN CATHODE-TO-ANODE AREA RATIO AND
CURRENT DENSITIES OF ALLOY B-Al COUPLE IN 0.5M NaCl + 0.07M AICl;
SOLUTION (pH [315)

At low area ratios (or for a small cathodic surface), the galvanic current is limited by the limiting

cathodic current density (ico), i.€., ic = ico. The total current (I) is given by the product of i., and
the cathodic area (A.), i.e.,

I = ico * AC (3-1)

The corresponding anodic current density (ia) is then calculated by dividing the total current by
the anodic area (A,) as follows:

ia = I/Aa = ico * (Ac/Aa) (3-2)
Equation 3.2 shows that, under cathodic control, i, would decrease linearly as the area ratio

(Ac/A,) decreases. Similarly, at high area ratio, the total current is determined by the limiting
anodic current density (ia), 1.€., i3 = iao, and is proportional to the anodic area A,:

I = iao * Aa (3'3)
The cathodic current density is then expressed as

ic = I/AC = iao * (Aa /Ac): iao * (AclAa)_l (3-4)
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Under anodic control, i; would then decrease linearly with the inverse of cathode/anode area
ratio. At the transition from cathodic to anodic control, the limiting current over the cathodic and
anodic surfaces would be equal to

| =ico Ac=lao Aa (3'5)

As such, the cathode-to-anode area ratio at the transfer of control, or the transition area ratio,
(Ac/A,)y, Is equal to the ratio of the limiting anodic and cathodic current densities:

(AC/Aa)t =lao/ lco (3-6)

Using the average value of current densities over the estimated domains of anodic and cathodic
control as the appropriate limiting current densities, the dependence of i; and i; on A/A; was
calculated using equations 3-1 to 3-6, and are shown as solid curves in figures 3-9 to 3-12. The
calculated curves fit the measured data well and support the postulate of cathodic and anodic
control at low and high area ratios, respectively.

Comparisons of the limiting anodic and cathodic current densities and the transition area ratio of
these two couples in 0.5M NaCl and 0.5M NaCl + 0.07M AICI; solutions are listed in table 3-2.
The transition area ratio for the A-Al and B-Al couples in 0.5M NaCl solution is about 0.8 and
0.75, respectively. The iy, of both of the A-Al and B-Al couples in this solution is about 30
HA/cm?, and the corresponding ic, is about 38 pA/cm? and 46 pA/cm?, respectively. These
values are consistent with current densities of 36 and 50 pA/cm? estimated by Wei et al. [4] from
a TEM study of particle-induced corrosion for a AlysFe,Cu particle in 7075-T6 alloy and a Fe-
Mn-Cu-Si-Al particle in 2024-T3 alloy, respectively. The agreement suggested that the current
densities obtained are reasonable and it is suitable to use the model alloys to characterize the
electrochemical properties of constituent particles.

TABLE 3-2. LIMITING CURRENT DENSITIES AND TRANSITION AREA RATIO OF
VARIOUS GALVANIC COUPLES IN VARIOUS SOLUTIONS

Couples and Solution 0 (UAICM?) g, (UA/CM?) (AdAa):
A-Al Couple
0.5M NaCl Solution 30 38 0.8
B-Al Couple
0.5M NaCl Solution 32 46 0.75
A-Al Couple
0.5M NaCl + 0.07M AICI; Solution 26 140 0.18
B-Al Couple
0.5M NaCl + 0.07M AICI; Solution 22 147 0.15

The transition points of these two couples in 0.5M NaCl + 0.07M AICI; solution (0.18 for A-Al
and 0.15 for B-Al coupling) are much smaller than those in 0.5M NaCl solution (0.8 for A-Al
and 0.75 for B-Al coupling). The values of ic, in this solution (140 pA/cm? for A-Al and 147

3-12



nA/cm? for B-Al coupling) are much higher than those in the 0.5M NaCl solution (38 pA/cm?
for A-Al and 46 puA/cm? for B-Al coupling) and reflect differences in pH and chloride ion
concentration. The higher i., suggests that a more rapid pitting attack would occur in the acidic
solutions.

The observed relationship between current density and cathode-to-anode surface area ratio is
important for the understanding of the kinetics of pitting corrosion. Since the surface area of a
constituent particle is small relative to the matrix, the rate of particle-induced pitting in the
aluminum alloys would be determined by the limiting cathodic current density over the
particle(s) and the effective particle surface area. The effective surface area ratio may be
estimated from the observations of Wei et al. [4]. They reported that particle-induced matrix
dissolution extended over a region that is about five times the radius of the particle. The
effective cathode-to-anode area ratio is, therefore, about 1/25 or 0.04. This is much smaller than
the transition ratio of 0.8 and 0.75 for the A-Al and B-Al couples in the 0.5M NaCl solution and
0.18 and 0.15 in the 0.5M NaCl + 0.07M AICI; solution. In the alloys, therefore, the rate of pit
growth would be determined by the cathodic reactions over the particle surfaces.

These observations have provided a clearer understanding of the phenomenon and mechanism of
particle-induced pitting corrosion in commercial aluminum alloys. The galvanic coupling
between constituent particles and the alloy matrix is responsible not only for the nucleation but
also the growth of pits. Because the surface areas of constituent particles are always much
smaller than the matrix, the particle-to-matrix area ratio would be smaller than the transition
point of area ratios. The rate of particle-induced matrix dissolution (or pitting corrosion) would
be cathodically controlled, with the pitting corrosion rate increasing with the particle size and the
limiting cathodic current density. Higher limiting cathodic current in acidic solutions suggests
that the particle-matrix couples would be more efficacious in promoting pit growth versus pit
nucleation.

3.4 MECHANISTIC MODELS.

The findings confirm the original postulate for particle-induced pitting in these aluminum alloys.
Based on these, and the previous SEM observations, a conceptual model for corrosion induced
by a single particle is proposed, (see figure 3-13) [5]. A conceptual model for pit growth
associated with a cluster of particles is depicted in figure 3-14 [5]. The multiparticle interactions
within a pit (or occluded region surrounding the pit), however, make the problem much more
challenging. Because this severe localized pitting is clearly linked to corrosion fatigue crack
nucleation, emphasis will be placed on the development of mechanistic understanding and
modeling of this process during the remainder of the current AFOSR program and in the
proposed continuation of research. The quantitative, mechanistic model will need to incorporate
the potential distribution around the particle and then be integrated into a model for severe
pitting that involves clusters of constituent particles.
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FIGURE 3-14. SCHEMATIC DIAGRAM OF A CONCEPTUAL MODEL FOR PITTING IN
THE TRANSVERSE ORIENTATION INVOLVING MATRIX DISSOLUTION AROUND
CLUSTERS OF CATHODIC (TYPE C) CONSTITUENT PARTICLES
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4. TRANSITION FROM PITTING TO FATIGUE CRACK GROWTH.

Studies of the 2024-T3 and 7075-T651 alloys showed that fatigue failure, by-and-large, resulted
from a single nucleation site [8]. Hence, a dominant flaw model for corrosion and corrosion
fatigue would appear appropriate. The pit-to-crack transition size (or crack nucleation size),
however, was found to depend on the cyclic-load frequency (being larger at lower frequencies).
This frequency dependence reflected competition between pitting corrosion and fatigue.
Corrosion fatigue crack nucleation, therefore, must be understood in terms of the competition
between pitting and fatigue crack growth and is characterized by the transition to fatigue crack
growth from a growing pit. Two criteria for this transition have been proposed and validated.
They are (1) the cyclic stress intensity factor range (AK) for an equivalent crack must exceed the
fatigue crack growth threshold AKy, and (2) the time-based fatigue crack growth rate must
exceed the pit growth rate; i.e.,

AK = AK, and %ﬁa El_gl (4-1)

The use of “c” in the growth rate criterion gives recognition to the fact that the aspect ratios of
most of the pits (or equivalent cracks) would lead to a higher AK at the surface.

To provide a graphical view of these criteria, a corrosion/fatigue map is proposed which
delineates the transition AK (4Ky) in relation to the cyclic-load frequency f, with the applied
cyclic stress range as a parameter. The map is constructed by assuming a constant volumetric
rate-law for pit growth and a power-law for fatigue crack growth, with an exponent n, and is
shown schematically in figure 4-1. The transition AK or AKy is given by one of the following
relationships; the two relationships divide the AK versus 1/f space into two regions in which
either fatigue crack growth or pit growth predominates:

AK, = 4Ky, (4-2)

(#(1.12kAo)" C, r.“ljl. .4
AK, = 57( i ) c. 5)‘4 gg (4-3)
] ]

where k; is the stress concentration factor of the hole; Ao is the applied cyclic stress range; Cp
and Ck are the pit and fatigue crack growth rate coefficients, respectively; and S and @; are the
aspect ratio and shape factor (elliptical integral) for the equivalent semielliptical crack at
transition. The first of these relationships simply reflects exceedance of the fatigue crack growth
threshold (AKy,). The second, on the other hand, reflects a higher value of AKy required by rate
competition. Data on pit-to-crack growth transition for the 2024-T3 alloy are shown in figure 4-
2 to illustrate the efficacy of this representation.
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5. FATIGUE CRACK GROWTH.

In this section, the fatigue crack growth responses for the 2024-T3 and 7075-T651 aluminum
alloys are considered, particularly in the “chemically short” crack growth regime. The influence
of cyclic load frequency and the impact of chemically short-crack behavior on fatigue life are
discussed. More detailed information may be found in references 9 through 11.

5.1 CHEMICALLY SHORT-CRACK BEHAVIOR.

The 2024-T3 and 7075-T651 aluminum alloys exhibited chemically short-crack behavior in an
aerated 0.5M NaCl solution. The results are summarized in figures 5-1 through 5-5. Figures 5-1
through 5-3 show the chemically short-crack behavior for both alloys at a test frequency of
10 Hz. Figures 5-4 and 5-5 show the effect of frequency on the 7075-T651 chemically short-
crack behavior. The fatigue crack growth (FCG) experiments were performed at room
temperature under constant AK control on single-edge crack specimens with rectangular gage
sections at a stress ratio (R) of 0.1. The pH value of the 0.5M NaCl solution was 6.2 £ 0.1. The
AK level and dissolved oxygen concentration ([O]) of the solution were systematically varied
with AK ranging from 4 to 10 MPa m*? and [O,] from deaerated condition to about 30 ppm.
FCG experiments in dehumidified air and oxygen showed growth rate similitude over the range
of crack lengths (0.5 to 15 mm) examined in this study. The observance of growth rate
similitude showed that the crack lengths were mechanically and microstructurally long.

5.1.1 2024-T3 Aluminum Alloy.

The degree of the chemically short-crack behavior depended upon crack length, [O;], and AK
level. The crack-growth rate response of the 2024-T3 aluminum alloy at several AK levels and a
test frequency of 10 Hz is shown as a function of crack length in figure 5-1 in deaerated and
aerated ([O,] = 7 ppm) solutions. Growth rate similitude was observed over the range of crack
lengths (0.5 to 15 mm) tested in the deaerated solution. The chemically short-crack behavior
was observed when the experiments were performed in the aerated solution with [O3] = 7 ppm.
Crack growth rate similitude broke down at crack lengths shorter than 4 mm. The growth rates
at a crack length of 0.5 mm, for AK of 4 and 5 MPa mY?, were approximately 1.5 times greater
than those at crack lengths greater than 4 mm. The chemically short-crack behavior was not
observed at AK levels above 5 MPa mY? in the aerated solution with [O,] = 7 ppm. The behavior
was seen, however, up to a AK level of 8 MPa m*? when the solution was saturated with
dissolved oxygen ([O,] = 30 ppm) as shown in figure 5-2. The chemically short-crack behavior
does not exist at AK levels of 10 MPa mY? or higher regardless of the dissolved oxygen
concentration.

5.1.2 7075-T651 Aluminum Alloy.

The 7075-T651 aluminum alloy also exhibited chemically short-crack behavior at a test
frequency of 10 Hz as shown in figure 5-3. Similar to the 2024-T3 alloy, the chemically short-
crack behavior does not exist in the deaerated aqueous environment. The effect was observed in
this alloy at all AK levels between 5 and 10 MPa m*? with [O,] = 7 ppm. Increasing the
dissolved oxygen concentration to 30 ppm did not produce further increases in growth rates
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above those at 7 ppm. The growth rates at a crack length of 0.5 mm were two times greater than
those at crack lengths longer than 8 mm up to a AK of 9 MPa m¥2. The ratio of chemically
short- to long-crack rates was reduced to 1.3 at a AK of 10 MPa mY2. The length of the
chemically short-crack regime increases with increasing AK up to AK = 9 MPa m*2%.  The
chemically short-crack behavior was also frequency dependent.

Chemically short-crack behavior in the 7075-T651 aluminum alloy was frequency dependent
such that a decrease in frequency produced an increase in the ratio of chemically short-crack
growth rates over those in the chemically long-crack regime as shown in figures 5-4 and 5-5.
The influence of frequency on the chemically short-crack growth rates depended on the AK level.

Figure 5-4 shows that at a AK of 5 MPa m*? the ratios of chemically short- to long-crack growth
rates at a crack length of 0.5 mm were 3, 2.5, and 2 at frequencies of 0.5, 1, and 10 Hz,
respectively. The frequency dependence at a AK of 10 MPa m? is shown in figure 5-5. The
ratios of chemically short- to long-crack growth rates at a crack length of 0.5 mm were 2, 1.7,
and 1.3 at the same frequencies, respectively.

5.2 IMPACT OF CHEMICALLY SHORT-CRACK BEHAVIOR ON FATIGUE LIFE.

5.2.1 7075-T651 Aluminum Alloy.

To assess the impact of the chemically short-crack behavior, fatigue life was estimated for
growing a crack from a corrosion pit in a 1-mm-thick sheet of 7075-T651 aluminum alloy at
frequencies of 0.5 and 10 Hz. For simplicity, the fatigue life was estimated by attributing the
chemically short-crack behavior to the crack length interval from 30 pum to 1 mm and the
chemically long-crack behavior from 1 to 6 mm. Since the crack was assumed to nucleate from
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a corrosion pit, the chemically short-crack life (30 um to 1 mm) was determined by using the AK
solution for a semicircular surface crack in an infinite plate. Transition to long-crack growth was
assumed to occur when the semicircular crack penetrated the sheet. The crack was then modeled
as a through-thickness crack, with a starting length of 1 mm. The chemically long-crack life (1
to 6 mm) was determined by using the AK solution for a through-thickness crack in an infinite
plate. The fatigue life was then estimated by establishing a relationship of the FCG rates (da/dN)
to AK and integrating over the given crack length intervals. The da/dN-AK relationship followed
a power-law relationship such that

92 _ ke (5-1)
dN

where
AK = B Ao Q/ma (5-2)

and B = 2.2/t for the semicircular surface flaw (8;), B = 1 for the through crack (3,), Ao was the
applied stress range at the pit, and a was the crack length. The chemically short-crack growth
rates were taken to be 3.0 and 2.0 times greater than the chemically long growth rates on average
at frequencies of 0.5 and 10 Hz, respectively. The crack-growth rate coefficients (C) and
exponents (n) are shown in table 5-1 as estimated from the FCG data in figure 5-6. The power-
law exponent (n) was assumed to be the same for the long- and short-crack regimes. The growth
rate coefficients were different for the long- and short-crack regimes and are designated C, . and
Csc, respectively.

TABLE 5-1. CRACK GROWTH RATE COEFFICIENTS AND EXPONENTS FOR
THE 7075-T6 ALLOY AT 10 AND 0.5 Hz. THE UNITS FOR THE
COEFFICIENTS (C) ARE (m cyc)((MPavm)™).

Frequency Csc Cic n
10 Hz 3.48x 101 | 7.00x 10! 4.24
0.5 Hz 1.04x10%° | 7.00x 10" 4.24

The fatigue life, considering the long- and short-crack behavior, was determined by substituting
equation 5-2 into equation 5-1 and rearranging such that

afge af ¢
— L] nen ] o n
Nf —aJ. 5_(:1|$_n mo.—nl_—m. Zm zgia'i' ] L—Clm—n mo.—nl_—m. 2 m 2%’& (5'3)
isc ILC

5-5



[ | —®— Chemically Long-Crack, f = 10 Hz
[ | ====- Chemically Short-Crack, f = 10 Hz _ 4
— — Chemically Short-Crack, f = 0.5 Hz _ - -
10° L _ - . " ]

da/dN (m/cycle)

107 |- -

R=0.1 ]
0.5M NaCl, pH=6.2
[O,]1=7 ppm

5 6 7 8 9 10

AK (MPam™?)

FIGURE 5-6. POWER-LAW RELATIONSHIP FOR THE CHEMICALLY LONG-
AND SHORT-CRACK REGIMES FOR A 7075-T6 ALUMINUM ALLOY IN A
0.5M NaCl SOLUTION

Integrating over the chemically short- and long-crack growth regimes produces

_n nQ0 n
N, =C (3" o™ I 2 %—1%@%25_61%2%
ISC SC
_n n n
+CL B, Ao ™" [t 2 %—1@%@&9_&%2%
ILC LC

Equation 5-4 was then used to estimate fatigue life over the prescribed crack length intervals
using two different stress ranges (Ao = 100 and 60 MPa) at a frequency of 10 Hz. The estimated
fatigue lives in table 5-2 show that the chemically long fatigue life is approximately 4 percent of
the total life. The chemically long-crack regime (1 to 6 mm) was, therefore, neglected in

subsequent estimations of fatigue life.

TABLE 5-2. ESTIMATED FATIGUE LIFE FOR THE 7075-T6 CHEMICALLY SHORT-
AND LONG-CRACK REGIMES AT 10 Hz. FATIGUE LIVES ARE GIVEN AS CYCLES.

(5-4)

Stress Chemically Short Chemically Long

(MPa) (a=0.03-1 mm) (a=1-6 mm) Total Life
100 1.94x10° 1.5x10* 1.96x10°
60 1.69x10’ 1.31x10° 1.70x10’
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To further demonstrate the impact of the chemically short-crack behavior and frequency, fatigue
lives were estimated by considering the chemically short-crack growth behavior from a crack
length of 30 um to 1 mm at frequencies of 0.5 and 10 Hz. The applied stress was systematically
varied to produce resulting fatigue lives using the first term in equation 5-4. The fatigue lives
were then compared against lives estimated using only the chemically long-crack growth rates.
The impact of the chemically short-crack behavior is shown in figure 5-7 as a reduction in
estimated fatigue life by approximately one-half at a frequency of 10 Hz and two-thirds at a
frequency of 0.5 Hz. The cut off for the short-crack effect is due to the reduction of the
chemically short-crack effect at that AK level. The decrease in fatigue life, when considering the
chemically short-crack behavior, is commensurate with the increase in the chemically short-
crack growth rates over those in the chemically long-crack regime.

® 7075-T6 Chemically Short-Crack (f = 0.5 Hz)
400 H O 7075-T6 Chemically Short-Crack (f = 10 Hz)
300 | 0 7075-T6 Chemically Long-Crack (f = 10 Hz)
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>
3
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50 1 ] 1 PR il
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Fatigue Life (cycles)
FIGURE 5-7. REDUCTION IN FATIGUE LIFE FROM A CRACK LENGTH OF 0.03 TO
1 mm CAUSED BY CHEMICALLY SHORT-CRACK BEHAVIOR IN THE 7075-T6
ALUMINUM ALLOY

5.2.2 2024-T3 Aluminum Alloy.

The same analysis was performed for the 2024-T3 aluminum alloy given that the chemically
short-crack growth rates were one and one-half times higher than the chemically long rates at a
test frequency of 10 Hz. This alloy experienced a one-third reduction in fatigue life as shown in
figure 5-8. The reduction in fatigue life was commensurate with the ratio of chemically short- to
long-crack growth rates. The cutoff for the short-crack effect occurs at a lower stress than for the
7075-T6 alloy since it corresponds to a lower AK level. Chemically short-crack behavior was
not observed at a AK level greater than 5 MPa m*? for the 2024-T3 alloy with [O,] = 7 ppm in
the solution.
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6. MODELING AND INSIGHT.

Based on the foregoing mechanistic understanding, simplified modeling of corrosion and
corrosion fatigue crack growth, based on first principles, was considered. The understanding
was first applied to a possible clarification of the dichotomy between the conventional stress-life
(S-N) and fracture mechanics approaches to corrosion fatigue [12-14]. The modeling was
enhanced by the addition of probability and statistics considerations in order to predict damage
accumulation and service life. The mechanistically based probability modeling allowed for a
comparison of the PoO of damage and the PoD by current NDI techniques [13].

6.1 EFFECT OF PITTING CORROSION ON FATIGUE LIFE.

An apparent dichotomy between the conventional stress-life (S-N) and fracture mechanics
approaches to corrosion fatigue has been in existence since the 1960s. It is manifested in the fact
that fatigue lives obtained conventionally through tests of smooth and notched specimens are
sensitive to changes in external electrochemical variables (including applied potential, solution
pH, and specific ions and their concentration). On the other hand, fatigue crack growth, based on
precracked specimens, is essentially insensitive to changes in the same variables. Clarification
of this dichotomy may be addressed through an estimation of the effect of corrosion pits on
fatigue (or crack growth) life. In other words, the observed fatigue life may be governed
essentially by the size of the initiating damage (particle or pit) and the rate of subsequent crack
growth, and crack nucleation time, if present at all, could be reasonably neglected.

6.1.1 Modeling and Initial Comparison.

For this estimate, the initiating corrosion pit was assumed to be hemispherical in shape and to be
equivalent to a semicircular surface crack with the same radius. Fatigue crack growth was
assumed to follow a power-law of the form

:—; =C.(OK-AK,)*: 2K =pAoya (6-1)

where Cr is crack growth rate coefficient; AKy, is the fatigue threshold AK; B = 2.2 is a

geometric parameter; and n. is the power-law exponent. The parameters Cg, n., and AKy, are
functions of environment, temperature, and other factors. Based on data for 2024-T3 alloy in
0.5M NaCl solution, they are estimated to be C¢ = 3.95x10™ (m cyc™)(MPavm)™>*°, n, = 3.55
and AKy, = 0.5 MPavm. The choice of AKy, is somewhat arbitrary and recognizes that the level
associated with a corrosion pit may be substantially lower than that observed from long-crack
experiments. Because the initiating pits are much smaller than the final crack at fracture, the
fatigue life is given simply from integrating equation 6-1 by equation 6-2. The influence of
initial pit size is reflected through the initial value AK;.

N, = 2 S M ) S N )
(n, - 2)C, B?A0” (4K, - 5K, "7 H (n, -1)(4K, - 2K, ) H



The predicted fatigue lives at different stress levels from 100 to 400 MPa, for an initial pit radius
of 10 to 200 um, are shown in figure 6-1. The predictions are consistent and in agreement with
the very early conventional stress-life (S-N) data for corrosion fatigue, with a reduction in life
and a lowering of the endurance limit, (see figure 6-1) [12]. The reductions in fatigue lives are
clearly identified with increases in the size of a corrosion pit (e.g., a 200 um deep pit at 300 MPa
reduced life from 10° cycles to less than 2 x 10* cycles). The response may be viewed also as a
reflection of the influence of loading frequency; producing larger pits at the lower frequencies
and, hence, shorter lives (see figure 6-1). They are also consistent with earlier estimates based
on data obtained by Harmsworth on prepitted rotating bending specimens of a 2024-T4 alloy,
(see figures 6-2 and 6-3) [14]. The compressive portion of the loading cycle was ignored in the
analysis and aspect ratios were not taken into account because the information was not included
in the original reference. Except for three points, the estimated lives are in agreement with actual
lives (see figure 6-3). The scatter may be associated with variations in aspect ratio of the
initiating pit or errors from optical measurements of the initial pit depth.
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6.1.2 Further Verifications.

To provide further verification of this hypothesis, notched specimens of 2024-T3 aluminum alloy
were precorroded (i.e., prepitted) for up to 384 hours (16 days) and were tested in fatigue under
uniaxial loading [14]. The specimens had either a central hole or a semicircular edge notch.
Fatigue lives of the precorroded specimens are shown as a function of precorrosion time in figure
6-4, and a typical crack-nucleating corrosion pit is shown in the micrograph of a fracture surface
in figure 6-5. Figure 6-4 shows that the fatigue lives were reduced by more than one order of
magnitude after precorrosion of up to 384 hours. The depth of the crack-nucleating corrosion pit
for each specimen was determined from micrographs similar to that shown in figure 6-5. The
fatigue life as a function of this nucleating pit size is shown in figure 6-6, and the trend is
consistent with those shown in figure 6-2. Figure 6-6 shows that fatigue lives correlated better
with pit depth as opposed to corrosion time (figure 6-4). The greater scatter seen in figure 6-4 is
attributed to the variations in pit depths at a given precorrosion time. Figure 6-6 shows that more
than one order of magnitude reduction in fatigue life had resulted from pit depth of 30 to 50 um.
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FIGURE 6-4. OBSERVED REDUCTION IN FATIGUE LIFE FOR THE
2024-T3 ALUMINUM ALLOY AS A FUNCTION OF PRECORROSION
TIME IN A 0.5M NaCl SOLUTION
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FIGURE 6-5. FRACTOGRAPH SHOWING A CORROSION PIT THAT NUCLEATED THE
DOMINANT CRACK IN THE 2024-T3 ALUMINUM ALLOY AFTER
384 HOURS OF PRECORROSION
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FIGURE 6-6. OBSERVED REDUCTION IN FATIGUE LIFE FOR THE 2024-T3
ALUMINUM ALLOY AS A FUNCTION OF INITIAL PIT SIZE

AFGROW, a life prediction software, was used to estimate the fatigue lives for these notched
specimens to account for crack nucleation from the hole or edge notch in the specimens. It
accounted for the influences of the stress concentrating effect of the hole and notch and
variations in the aspect ratio of the nucleating pit on the stress-intensity factor, as well as for the
transition from a surface to a through-thickness crack. Estimates were made using equation 6-1
and the crack growth parameters given previously, except that the influence of AKy was
neglected. The crack size just prior to fast fracture was measured from the fracture surface of
each specimen and was used as the final crack size. A comparison of the estimated and observed

fatigue lives is shown in figure 6-7 and shows good agreement with the actual fatigue life for the
2024-T4 alloy.
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These results suggest that the numbers of cycles required to nucleate a crack from a corrosion pit
are relatively small and may be neglected. As such, the fatigue lives represent essentially the
crack growth lives from nucleating pits and can be estimated if the nucleating pit sizes are
known. Based on this comparison, it is clear that corrosion pits act as pre-existing cracks (or
crack nuclei) in the structure that could propagate if the crack driving force were high enough.
The influence of pre-existing corrosion pits (like other forms of mechanical damage), therefore,
needs to be incorporated into damage-tolerance life management and design methodologies. In
the following subsections an effort is made to assess the feasibility of estimating fatigue lives of
precorroded specimens based on crack growth analysis alone and to examine the probabilistic
implications of pitting corrosion.

5
® Single Edge Notch

» 4} v Central Circular Hole
O
2
o 3t
To) é 4
o
SEP LI
o ®
3
z 1

0 1 1 1 1

0 1 2 3 4 5

Nact ( x10° cycles)

FIGURE 6-7. ESTIMATED FATIGUE LIFE IS IN GOOD AGREEMENT WITH THE
ACTUAL FATIGUE LIFE FOR THE 2024-T3 ALUMINUM ALLOY

6.1.3 Probabilistic Analysis.

To assess the probabilistic contribution of pit size to fatigue lives, the fracture surface of the four
specimens that were precorroded for 384 hours were examined. The depths of all of the pits seen
on the fracture surfaces were measured, including the pit that nucleated the fatigue failures. The
cumulative distribution function (CDF) of the pit depth representing the probability of having a
pit deeper than a given value is shown in figure 6-8. The numbers 1-4 on the plot represent the
pits that nucleated failure in each of the four specimens. The solid line represents the fit to a
simplified mechanistic model for pitting. Based on this distribution, one hundred random pit
sizes were generated by Monte Carlo simulation. Pit sizes determined from this distribution
were used as the starting sizes for estimating crack growth lives by AFGROW, with the life
taken as the number of cycles required to grow from the starting pit, to a crack length of 3 mm.
The line in figure 6-9 in Weibull probability coordinates shows the estimated distribution in
fatigue life. The closed data points in the plot represent the distribution of the observed fatigue
lives, with the numbers 1-4 corresponding to those shown in figure 6-8. The shorter fatigue lives
such as No. 4 correspond to the larger pits in general. The actual data correlate well with the
simulated data. The probabilistic analysis showed that the distribution of corrosion pits had a
substantial effect on the distribution of fatigue life. The fatigue life was estimated knowing the
distribution of initial crack sizes, local stress, and the FCG properties of the material.
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6.2 A MECHANISTICALLY BASED PROBABILITY APPROACH: PROBABILITIES OF

OCCURRENCE AND DETECTION.

To demonstrate the integration of the damage processes into a mechanistically based probability
framework, a simplified probability model for pitting and corrosion fatigue was formulated
[13,15,16]. This model assumed pitting corrosion to predominate initially and to be at a constant
volumetric rate, and the subsequent fatigue crack growth to follow a simple power-law model
given by equation 6-1, except that the explicit contribution of AKy, is excluded. The transition
from pitting to fatigue crack growth occurs when the AK for the equivalent crack exceeds AKy,
and when the time-based rate of crack growth exceeds the pit growth rate; i.e.:

[da ] [(da ]

AK = AK,, and EI a > B’T gl (6-3)
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The shape of the pit is again assumed to be hemispherical and semicircular for the crack. The
details of the model are given in reference 15.

Specifically, the pit depth a at a given time t, up to the transition size ay, is given by equation
6-4:

[BMI, [, .1 (BMI, AH [, O
a= ta [ = - ex E +a0|:|; as<a, 6-4
%meE Ol mFp PERT ana ! (6-4)

In equation 6-4, 1, and Iy, are, respectively, the effective pitting current and pitting current
coefficient; p is the density, M is the molecular weight, and n is the valence of the aluminum; AH
is the activation energy to reflect the temperature dependence for pitting, F is Faraday’s constant;
and R is the universal gas constant. The crack depth a at time t following transition, where
t = N/f (or number of cycles over frequency), is given by equation 6-5:

Ce(n, -2) (2240 [ (27ne)

- E42-ng)/2 _LF nc o ;

a—% ¢ f(t-t )|:| ifn. Z2andt>t (6-5)
H—El tr c tr

The first critical point (am,t), at which the pit size is sufficiently large for fatigue crack growth
to begin, is obtained from the first of two transition criteria in equation 6-3 by setting AK =AKy,
and solving for ay, and ty, from equations 6-1 and 6-4, respectively.

K 2mEp
a, =1 th andt, =—— (a3 -a° 6-6
h %ATAUQ SRETVIR (ay—a,) (6-6)

The second critical point (ag,ti), at which the fatigue crack can outpace pit growth, is given by
the second transition criterion in equation 6-3 and is the solution of the following equation.

(2-n¢)
2-n¢)/2 _ Cg(ne —2) 2240 CF

%wﬁﬂiolj 5 BN f(t_tth)% (6-7)

The parameters Ipo, 8, Cr, and AKy, are chosen as random variables that are mechanistically and
statistically independent of time. The pitting current coefficient lp, reflects the scatter associated
with the rate of electrochemical reaction for pit growth. Scatter in material properties,
environmental sensitivity, and resistance to fatigue crack growth are reflected in Cg. Finally,
material and manufacturing quality is reflected through a, and AKy,. Equations 6-4 to 6-7 may
be used to estimate the evolution of damage with time or to estimate the distribution of damage
at a given time. Values for these parameters and their variability are given in reference 15.

The effect of corrosion is clearly seen in figure 6-10 which shows a comparison of the evolution
of average damage size with time at 300 MPa (based on mean values of the random variables)
with and without corrosion. Corrosion effectively reduces the fatigue life to less than 20% of



that without corrosion. Most of the reduction is associated with the time required to reach the
transition point a; = 460 um by fatigue. The probability that the damage exceeds size a at time t,
or its PoO, was estimated through Monte Carlo simulation, and the results are shown in figure
6-11. The time, from 500 to 4500 days, encompasses typical behavior. For 500 to 2500 days,
pitting predominates. At longer times, however, cracking becomes significant and is reflected by
the abrupt change in the shape of the probability curves. This type of information may be used
to assess the sensitivity requirements for NDI and to estimate the probability for structural
failure. By comparing with a typical NDI PoD curve, for example, at t = 4500 days, it is seen
that the PoO of a damage of size greater than 1.27 mm is about 50%, but the PoD for that
damage size is only 50%. In other words, about half of the damage would go undetected.
Clearly, from figures 6-10 and 6-11, the impact of corrosion must be incorporated into programs
for ensuring structural integrity and reliability, and nondestructive inspection procedures must be
sufficiently sensitive to detect early corrosion damage.
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FIGURE 6-10. EVOLUTION OF AVERAGE DAMAGE SIZE WITH AND
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7. PROBABILITY MODELING AND ANALYSIS OF J-STARS TEARDOWN DATA FROM
TWO B707 AIRCRAFT.

Airworthiness, in a structural context, requires the assurance of continued structural integrity and
safety of an aircraft throughout its planned period of operation from its current state to the next
scheduled inspection and maintenance. Its accurate assessment depends critically on the
development of a quantitative methodology that integrates information from state-of-the-art NDI
with validated methods for prediction of damage accumulation and structural integrity
assessments. The overall problem in aging-aircraft life extension and management (i.e., in
ensuring airworthiness) may be understood with the aid of figure 7-1. Airworthiness is typically
assessed in relation to the current or initial state of the structure (i.e., at the time of scheduled
inspection and maintenance). To manage the maintenance and life extension of aircraft
structures, a broad range of quantitative tools and supporting data are needed to assess their
current state (i.e., their integrity or safety) and to make probabilistic predictions regarding their
future state (i.e., their continued operational safety). These tools and databases are used to assess
the airworthiness of the as-inspected structure and how it might be altered by damage accrued
during subsequent service. For these assessments, a set of structural analysis and life prediction
tools based on the pristine initial state and validated by experimentation and service experience is
typically used in conjunction with NDI information on the current state of the aircraft. These
tools, along with the NDI information, then serve as a basis for certification, maintenance

planning, and overall fleet management.
Conditioned
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FIGURE 7-1. SCHEMATIC DIAGRAM OF THE PROCESSES FOR AIRWORTHINESS,
STRUCTURAL INTEGRITY, AND DURABILITY ASSESSMENTS

In this section, the simplified, mechanistically based probability model for damage accumulation,
described in section 6.2, is modified to incorporate the stress concentration effect of a fastener
hole and to account for through-thickness crack growth. The model is considered and evaluated
in the context of a statistical evaluation of the teardown inspection data on the lower wing panels
and stiffeners from two transport aircraft that had been in commercial service for about 24 and
30 years. Preliminary results from metallographic examinations of the panels from one of these
aircraft are used to lend further insight into the damage processes. Implications of these findings
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on modeling and structural integrity are discussed. Additionally, the use of the model in
estimating the distribution of damage for use in assessing multiple site damage (MSD) is
illustrated. The information is summarized in reference 17.

7.1 MODIFICATION OF THE MECHANISTICALLY BASED PROBABILITY MODEL.

The simplified mechanistically based probability model was summarized in section 6.2. The
transition criteria are given in equation 6-3, and the distribution in damage (pit) size as a function
of time is given by equation 6-4. Because interest is focused here on damage evolution from a
fastener hole, the driving force AK for fatigue crack growth is considered to be different
according to whether the crack is a surface crack or a through-the-thickness crack. For a surface
crack AK is given, as a modified form of equation 6-1, by equation 7-1:

AK =—K Ao, ma (7-1)
T

In equation 7-1, Ao is the far field stress range, 2.2/m is a geometric factor for a semicircular
crack in an infinite plate, and K; = 2.8 is the stress concentration factor for a circular hole. When
the crack is a through-the-thickness crack, AK is assumed to be equal to the following:

AK, =F.(alr)Aovma (7-2)
In equation 7-2, r, is the radius of the hole. Numerical values for Fi(a/r,) for an infinite plate
under uniaxial tension containing a circular hole with a single through-crack emanating from the

hole perpendicular to the loading axis can be fit empirically, to within graphical resolution, by
the following function:

(7-3)

Let t; be the time at which a pit transitions into a surface crack and similarly let t;. be the time at
which the surface crack transitions into a through-the-thickness crack. When t; < t < ty, the
driving force is AKg, and a is given by equation 7-4.

(7-4)
When t > t, a is obtained implicitly by using AK;. from equation 7-5.

(7-5)

In equation 7-5, ay is the size of the damage at t,.. The integral in equation 7-5 typically must be
evaluated numerically.



The parameters Ipo, a,, C¢, and AKy, are taken to be the random variables (rvs). The statistical
variability is assumed to be captured through them. The parameters are assumed to be
mechanistically and statistically independent of time.  Scatter in material properties,
environmental sensitivity, and resistance to fatigue crack growth is reflected in C.. Material and
manufacturing quality is depicted by a, and AKy,. Finally, Ip, reflects the scatter associated with
the electrochemical reaction for pit growth. The three-parameter Weibull CDF, given by
equation 7-6, has been found to characterize each rv adequately.

(7-6)

7.2 PoO AND STATISTICAL ANALYSIS OF J-STARS TEARDOWN DATA.

The efficacy of the above simplified mechanistically based probability model is assessed in
relation to the PoO of damage in service. Based on the foregoing model, the PoO of damage was
calculated for conditions that are typical for lower wing structures for two transport aircraft that
had been in commercial service for 24 and 30 years.

The inspections were a part of the United States Air Force Joint Surveillance, Target, and Attack
Radar System (J-STARS) program to convert retired Boeing 707 aircraft for use by the Air
Force. The Boeing 707-123 (s/n 17635, line 15) aircraft had been in commercial service for
about 30 years and had accumulated 78,416 flight hours and 36,359 flight cycles. This aircraft
had the highest time of service of those in the inventory. Similarly, the Boeing 707-321B
(s/n 19266, line 531), with about 24 years of commercial service, had 57,383 flight hours and
22,533 flight cycles. Likewise, this aircraft had the highest time for the 300 series aircraft in the
inventory. The United States Air Force (USAF) designated airframe identification numbers for
the aircraft are CZ-180 and CZ-184, respectively. The CZ-184 aircraft was reported to have
evidence of greater corrosion damage. Some of the lower wing panels and associated stiffeners
and frames from the left side were examined visually for evidence of cracking. Here, only
damage that occurred on the walls of fastener holes in the wing panels and in the stiffeners is
considered. The fasteners were removed from sections of the lower wing panels, and the
surfaces were cleaned, including a light acid etch to remove corrosion products. Damage, i.e.,
cracks, was measured optically, with the aid of dye penetrants, using a 20x magnifying lens.
Multiple hole-wall cracks (MHWCs) were observed in the fastener holes of both the skin and
stiffeners; some involved cracking on both sides in the highly stressed regions of the holes. In
each case, however, only the longest estimated crack from each group was reported. Fatigue
cracks were identified at 2,631 fastener hole locations of the 1,675 stiffener holes and 869 wing
skin holes that were inspected. More cracked holes were found on the CZ-184 aircraft; however,
a larger area of the wing and more holes were inspected. For the inspected sections, a total of
350 and 494 MHWCs were reported for the CZ-180 and CZ-184 aircraft skins, respectively.
Similarly, the total MHW(Cs reported for the stiffeners were 583 and 1,617 for CZ-180 and CZ-
184, respectively. Since the MHWCs were reported in increments of 0.127 mm (0.005 in), the
data were grouped appropriately. The damage sizes are surface lengths, and they were assumed
to be equal to the diameter of the damage for modeling purposes. The filled circles in figures 7-2
to 7-5 show the empirical distribution of the damage in the skins and stiffeners for each aircraft
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on Weibull probability paper. For consistency with the modeling, the damage shown is taken to
be one-half the reported values which implicitly assumed an aspect ratio of one for the damage.
(This assumption is used throughout this section.) Because many of the damages were estimated
to have the same size, the number of data points in each of the figures appears limited.
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FIGURE 7-5. A COMPARISON BETWEEN THE PREDICTED AND OBSERVED PoO
FOR HOLE-WALL DAMAGE IN THE LEFT-HAND LOWER WING STIFFENERS
(7075-T6 ALUMINUM ALLOY) OF THE CZ-184 AIRCRAFT

Based on reasonable values of localized corrosion and corrosion fatigue crack growth rates and
by considering the primary loading from ground-air-ground (adjusted for average gust loading)
cycles, the PoO of damage is estimated for each aircraft and is shown as a solid line in each of
the figures. For the skins, the agreement is very encouraging. It suggests that it is feasible to
estimate service performance quite well on the basis of laboratory data provided that the
predictive methodology is based upon reasonable mechanistic models. On the other hand, the



agreement for the stiffeners is not as good. There are a variety of reasons for the discrepancy.
The aluminum alloy for the stiffeners is 7075-T651, for which the experimental data needed to
estimate the model parameters accurately is more limited than that for the 2024-T3 alloy used for
the skins. The stiffeners are typically thicker than the skin, and the model may need to be
adjusted accordingly.  Stresses may be sufficiently different in the stiffeners so that
improvements in the crack growth portion of the model may be required. The assumption of
hemispherical growth of the corrosion pits may be inappropriate. It also should be noted that the
model is based upon a single (dominant) damage and the measurements reflected a single value
for each location; whereas, multiple cracks were observed for the fastener holes in the skins and
the stiffeners.  This aspect will be discussed further in relation to the metallographic
examination. Consequently, further experimental testing and modeling is warranted for this
application. Nevertheless, the maximum deviation from the empirical data and the estimated
PoO is less than 9% for CZ-180, which may be reasonable for predictions. The maximum
deviation for CZ-184, however, is at best about 21%. On the other hand, there is some error
incurred from the J-STARS observation method.

The uncertainty in measurement for the stiffeners may be estimated from available data on the
skins. For 42 selected fastener holes from the CZ-184 skin, the crack lengths were estimated by
employing higher resolution optical microscopy, described below, and the average relative
difference exceeds 75%. Figure 7-6 duplicates figure 7-5 with the addition of error bars for the
reported crack lengths, assuming that the measurement error was 50%. This leads to a relatively
broad error band for the data. For this scenario the predicted PoO falls within all of the error
bounds. Even so, the prediction does not appear to be satisfactory. Again, further analyses are
warranted. Thus, the viability of the model for estimating the PoO has been established in terms
of the reported teardown data for the wing skins, but caution must be exercised for the stiffeners.
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7.3 ESTIMATION OF MULTISITE DAMAGE (MSD).

The availability of a validated predictive model for PoO provides a rational method for
estimating the distribution of damage for use in MSD analyses. The approach and methodology
is illustrated by using the predicted PoO distribution for the CZ-184 aircraft, see figure 7-3.
Using Monte Carlo simulation for the largest crack length in each fastener hole, the damage
distribution for a collection of fastener holes may be estimated. Damage from hole to hole, as
well as at the two highly stressed sides of each hole, is considered to be statistically independent.
Two such distributions, each representing one simulation, are shown in figure 7-7 for 100
fastener holes arranged in four rows along a spliced joint. Each simulation may represent
different locations in a single aircraft or the same location for different aircraft under comparable
service conditions. From these figures, it is seen that different levels of damage are possible, and
critical locations may be identified through the size and clustering of damage at a given stage in
service. To illustrate the effect of considering larger populations of holes, a simulation for 1,000
holes is shown in figure 7-8. Note that the extreme values, i.e., larger size damage, in the
distribution are considerably more prominent, and a number of critical areas can be identified
readily. These illustrations demonstrate the value of this approach in airworthiness assurance
and management of civil and military aircraft.
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7.4 METALLOGRAPHIC EXAMINATIONS OF DAMAGE AND IMPLICATIONS.

Much of the wing panel sections (mostly from the CZ-180 aircraft) have been distributed to
various organizations for further investigation. The fastener regions of the remaining sections
from the CZ-184 aircraft were salvaged and were made available to Lehigh University by the Air
Vehicles Directorate of the Air Force Research Laboratory for further investigation and for
archival purposes. To date, examinations by optical microscopy (at 50 to 300x) have been
carried out with a Hi-Scope? video imaging system. Selected fastener holes have been sectioned
and examined by SEM to better understand the processes for damage evolution. The findings
from these investigations are summarized below along with their implications for airworthiness
assessment.

Initially, the examinations focused upon those fastener holes in which damage had been reported
by the teardown inspections®. The thrust of this activity has been restricted to MHWCs in the
wing panels. They revealed a multiplicity of damage at the highly stressed regions of the hole
surface. The shapes of this damage, as indicated by the remaining dye penetrant could not be
readily identified as cracks. More detailed examinations of four of the fastener hole-walls were
carried out by SEM, after removing the dye penetrant.

Figure 7-9 shows multiple damage as evidence of extensive corrosion in the high stress region on
the wall of hole No. 54 in panel B2-2-2 [18]. This hole was observed in the as-received

2 Hi-Scope is a trademark of HiRox Co., Ltd., Tokyo, Japan; distributed in the United States by Hi-Scope Systems
Co., Closter, NJ.

® Hole and panel designations are keyed to reference 18. The panel numbers refer to those holes in which cracks
were observed. The extensions to these designations (e.g., -2) are assigned at Lehigh University to denote individual
sections from the panel.
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FIGURE 7-9. SEM MICROGRAPH OF CORROSION-RELATED DISTRIBUTED
DAMAGE AT HOLE NO. 54 IN PANEL B2-2-2 OF THE CZ-184 AIRCRAFT

condition. The figure clearly shows evidence of general and localized corrosion damage, and
elongated damage transverse to the direction of the wing-bending stresses. Many of the
elongated damage appear to have linked up. The shorter damage appears shallow and has a
rounded bottom. The longer damage, on the other hand, appears deep and to be associated with
cracking. The shapes of the elongated damage, however, could not be identified readily with
fatigue cracking.

Hole No. 77 in panel B3-2-5 was sectioned to better understand the processes of damage
evolution. The surface was acid cleaned to remove the residual corrosion products. In
figures 7-10 and 7-11, the sectioned specimen was tilted 40° to show both the fastener hole-wall
and the sectioned surface. Figure 7-10 shows that the larger elongated type of damage seen in
figure 7-9 are cracks that have been corroded near the surface. Figure 7-11 suggests that the
shallow features are small cracks that have been corroded away entirely. Thus, the figure
indicates that multiple damage forms in the highly stressed regions of a hole. This damage is in
the form of corrosion pits or cracks, some of which may link up to form even larger cracks.

In order to evaluate the extent of damage in fastener holes, several were scrutinized carefully by
optical microscopy. Two holes, No. 107 and 103 from B32-2-2 along stiffener 7, are displayed
partially in figures 7-12 and 7-13, respectively. Hole No. 107 was selected to highlight the
magnitude of MHWCs. The longest crack is 4.78 mm (0.188 in), in a skin section of thickness
9.65 mm (0.38 in) or about 50%. Clearly, it is approximately 75% of the bore thickness;
however, the largest reported crack length for the hole is 1.27mm (0.05 in). Furthermore, it can
be seen that the dominant crack resulted from the coalescence of several others. Also, there is a
reasonably extensive region covered with damage. In fact, this is a common occurrence;
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FIGURE 7-10. SEM MICROGRAPH OF A SECTION THROUGH AN ELONGATED
DAMAGE AT HOLE NO. 77 IN WING PANEL B3-2-5 OF THE CZ-184 AIRCRAFT
SHOWING CORROSION ATTACK OF THE FATIGUE CRACK
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FIGURE 7-11. SEM MICROGRAPH OF A THROUGH SECTION OF A SHALLOW
DAMAGE AT HOLE NO. 77 IN WING PANEL B3-2-5 OF THE CZ-184 AIRCRAFT
SUGGESTING THAT THE CRACK WAS DISSOLVED BY CORROSION
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FIGURE 7-12. OPTICAL MICROGRAPH OF A HIGHLY STRESSED REGION OF HOLE
NO. 107 IN WING PANEL B3-2-2 OF THE CZ-184 AIRCRAFT SHOWING EXTENSIVE
CORROSION FATIGUE CRACKING

hence, the adjective multiple in MHWC. Figure 7-13 shows a large cluster of MHWCs.
Assuming that the damage area may be approximated by an ellipse, the area of the damage is
approximately 10.0 mm? (0.016 in®) which is about 8% of the entire hole-wall surface area or
over 90% of the high-stress region on that side of the hole.

FIGURE 7-13. OPTICAL MICROGRAPH OF A HIGHLY STRESSED REGION OF
HOLE NO. 103 IN WING PANEL B3-2-2 OF THE CZ-184 AIRCRAFT SHOWING
EXTENSIVE CORROSION FATIGUE CRACKING
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Not only do these metallographic findings support the postulated processes for corrosion
enhanced damage evolution, but they also imply that further statistical analyses are required.
Detailed analyses will lend additional insight into the actual damage processes and improve the
modeling of the processes.

7.5 STATISTICAL ANALYSES OF THE LOWER LEFT WING SKIN OF CZ-184 AIRCRAFT.

The first issue to consider is the accuracy of the values in the J-STARS report. As mentioned
above, a large number of holes were inspected, but with only a 20x magnifying lens. This
activity is very tedious and probably not especially accurate based on the magnification and the
difficult angles required to view the cracks. Figure 7-14 shows the damage sizes for 42 holes
that were selected because the J-STARS report indicated MHW(GCs of significant length. The
graph also includes the sizes measured with the aid of the Hi-Scope video imaging system at a
magnification of 50 to 150x described above and estimated effective crack lengths to capture the
entirety of the damage region. Clearly, there are significant differences between the three data
sets. In fact, the average value for each of the three sets is 0.36 mm (0.014 in), 0.61 mm (0.024
in), and 1.43 mm (0.056 in), respectively. The range of the data, from left to right, increases
indicating greater scatter. This may be an artifact of the methodologies in that the data from the
J-STARS report are grouped, and the estimation of effective lengths was somewhat subjective
(see, for example, figure 7-13). Nevertheless, the overriding conclusion is that, if possible and
feasible, higher-resolution microscopy is needed to accurately characterize the damage in
fastener holes.
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FIGURE 7-14. COMPARISON OF THE PoO FOR THE MAXIMUM MHWC LENGTHS
REPORTED BY J-STARS, MEASURED USING VIDEO IMAGING MICROSCOPY, AND
EFFECTIVE LENGTH ESTIMATED FROM THE OVERALL EXTENT OF THE FIELD OF

DAMAGE FOR SELECTED HOLES FROM THE CZ-184 AIRCRAFT
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In an attempt to complete a carefully formulated statistical analysis for a significant number of
fastener holes, 110 holes from B2-2 along S-4 were observed with the Hi-Scope system. Figure
7-15 is taken from figure B2-2 in [18]. The holes considered are those in the two rows forward
and aft of the spliced joint in panels B2-2-1 to B2-2-3. The holes that have been circled and
numbered are those in which damage was observed by the J-STARS analyses. Thirty-two
additional holes with damage, circumscribed by a square, were found to have damage using the
Hi-Scope, but were not included in the J-STARS report. Hole No. 33 was reported to have
damage, but none was found in the Hi-Scope examination. Clearly, the fraction of holes with
damage in this section along this stiffener is quite high, with 51 out of the 110 holes (not
including #33) having experienced damage. A contributing factor to this observation is that steel
fasteners were used with 2024-T3 aluminum alloy skin along S-4. Galvanic coupling between
the fasteners and the skin, in the presence of a deleterious environment, would enhance the
nucleation and growth of corrosion. In passing, notice that J-STARS inspectors highlighted two
patches of corrosion observed on the surface of the skin.
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FIGURE 7-15. A PORTION OF SECTION 2 ALONG STIFFENER 4 FROM THE CZ-184
AIRCRAFT FOR WHICH MICROSCOPY AND STATISTICAL ANALYSES ARE MADE

Figure 7-16 shows the empirical PoO from the J-STARS report, the predicted PoO for that data,
and the empirical PoO for the MHWCs from the 110 holes shown in figure 7-15. Since the new
data lie to the left of the other, the position of the solid line suggests that it overestimated
distribution and severity of damage, although the actual extent of damage was greater in terms of
the number of fastener holes affected. The discrepancy reflects principally the difference in
measurement resolution and secondarily measurement procedure. In the J-STARS examinations,
the smallest value reported was a = 0.127 mm for all of the panels, whereas the new
measurements were as small as a = 0.015 mm. Also, the J-STARS report included only the
“largest” crack found on each side of a hole. The new measurements, on the other hand,
considered every resolvable crack in each hole along S-4 in panel B2-2. Consequently, care
should be exercised in the application of the proposed model.
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FIGURE 7-16. COMPARISON OF THE PoO FOR ALL MHWC LENGTHS REPORTED
BY J-STARS AND ALL OF THOSE MEASURED USING VIDEO IMAGING
MICROSCOPY FOR 110 HOLES FROM SECTION 2 ALONG STIFFENER 4

FROM THE CZ-184 AIRCRAFT

Figure 7-17 shows the density of the MHWCs for the 110 holes along S-4 shown in figure 7-15,
obtained using video imaging microscopy. The holes are numbered right to left, similar to the
J-STARS enumeration; however, each of the four rows are numbered separately. The holes with
the most severe damage are also labeled for easy reference. There are three holes with at least 60
cracks and another three with at least 40. Furthermore, all six of these holes are rather close, as
indicated on figure 7-15. Figure 7-18 shows a plot of the largest measured cracks along S-4.
The pattern is similar to the estimated distributions shown in figures 7-7 and 7-8 and attests to
the efficacy of the approach for estimating MSD. It is also closely related to the numbers of
cracks per fastener hole shown in figure 7-17 and suggests the potential link-up of the MHWCs
leading to MSD.
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FIGURE 7-17. DENSITY OF MEASURED CRACKS PER FASTENER HOLE FOR
SECTION 2; STIFFENER 4 FROM THE CZ-184 AIRCRAFT
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8. SUMMARY.

This report summarizes research performed under the Phase Il program from 15 June 1995 to 30
September 1999 and includes results from companion programs sponsored by AFOSR.

Research under these programs has demonstrated the efficacy and value of using a
multidisciplinary, mechanistically based probability approach to address the issues of aging of
civil and military aircraft. Localized corrosion and corrosion fatigue (acting in competition) has
been shown to be a principal material aging mechanism in structural aluminum alloys used in
aircraft construction. The operation of this mechanism in service is confirmed by teardown
inspection data from the lower wing panels and stiffeners from two transport aircraft that had
been in commercial service for about 24 and 30 years. It is supported by preliminary
metallographic information from the lower wing panels of one of the aircraft. Localized
corrosion nucleated at constituent particles in highly stressed areas of aluminum alloys through
particle induced galvanic attack of the matrix and grew from particle to particle in a cluster or
contiguous clusters of particles to form severe corrosion pits. These severe pits (on the order of
50 to 200 um in depth) served as nuclei for fatigue cracking and can reduce the fatigue (crack
growth) life by a factor of 10. Localized corrosion, therefore, is deemed to be the principal
contributor to the early onset of MSD, and its impact on structural integrity and flight safety
needs to be assessed.

Based on these findings, it is clear that corrosion pits act as pre-existing cracks (or crack nuclei)
in the structure, cracks that could propagate if the crack driving force were high enough.
Because electrochemical variables strongly influence pit growth, they would also affect the
conventional S-N data. Crack growth, on the other hand, occurs by hydrogen embrittlement and
would depend on the cracktip environment, which is, by and large, shielded from changes in
external electrochemical variables. As such, it would be essentially independent of these
variables. From this perspective, therefore, the perceived dichotomy (i.e., the inconsistency in
electrochemical response) between the conventional and fracture mechanics approaches to
corrosion fatigue (and stress corrosion cracking) is resolved.

The results also indicate that the influence of pre-existing corrosion pits (like other forms of
mechanical damage) needs to be incorporated into damage tolerance life management and design
methodologies. The reduction in fatigue life depends upon the precorrosion time and in turn the
initial pit size. The total fatigue life could be estimated if the initial crack size, local stress, and
FCG properties were known. A probabilistic analysis showed that the distribution in fatigue
lives is directly related to the distribution in the size of crack nuclei but is also expected to reflect
variations in crack growth properties. This finding provides a direct connection between the
conventional and fracture mechanics based approaches to corrosion fatigue in that it suggests the
S-N response might be directly predicted from linear fracture mechanics considerations of crack
growth.

A 67 percent reduction in fatigue life is substantial in terms of long-term design lives of
approximately 20 years. A damage tolerance design and life management philosophy requires an
accurate estimate of the fatigue crack-growth rates in a structure. As seen with the 7075-T651
aluminum alloy, the FCG rates were different given changes in the environment, crack length,
and crack driving force. The finding could be different if the fatigue crack had nucleated at an
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open hole in the sheet material. The stress concentration effect of the hole may produce a
sufficiently high AK where the chemically short-crack behavior is not manifested. This is
especially true for the 2024-T3 aluminum alloy where the effect is not seen at AK levels above 5
MPa m*?. Care must be exercised in characterizing the stresses and environments during aircraft
operations so that accurate predictions of fatigue lives can be made.

Based on understanding developed under these programs, a simplified, mechanistically based
probability model was developed and used for estimating the PoO of damage in aircraft
aluminum alloys subjected to localized (pitting) corrosion and corrosion fatigue crack growth.
The model was used to estimate the PoO of damage in the skin and stiffeners of the left lower
wing structures of two aircraft that had experienced long-term commercial service, 24 and 30
years. The predicted PoO, based on reasonable values of damage rates and loading, agreed well
with the teardown inspection data from these two aircraft. The method underlying the approach
and methodology would facilitate the prediction of the evolution and distribution of damage, and
the associated PoO, in terms of their size, geometry, and location. Its utility as a basis for
quantitative estimations of the distribution of damage for use in MSD analyses, vis-a-vis, the
more ad hoc approaches used heretofore, was illustrated.

The evidence confirms the basic tenets of the proposed mechanistically based probability model
for corrosion and corrosion fatigue crack growth. Fatigue cracks are most likely nucleated at
sites of localized corrosion (pits) and grow in competition with (crevice) corrosion; albeit, in
sequence with corrosion while the aircraft is on the ground and fatigue during flight. From the
airworthiness assurance and MSD perspective, the influence of damage evolution must be
properly taken into account. The methodology outlined heretofore serves as a useful beginning
for the formulation of improved methods. Because of multiple-crack nucleation sites within a
given fastener hole, the concept of a dominant crack especially needs to be re-examined along
with other details of the modeling. Additional and more thorough statistical analyses are
warranted for the J-STARS teardown data, especially in relationship to the PoO modeling
efforts. The metallographic examinations and statistical analyses of the wing panels from the J-
STARS CZ-184 aircraft indicate that the character and distribution of damage are much more
complex. As such, both modeling and detection of damage need to be substantially improved in
the development of effective tools for airworthiness assessment and fleet management.
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APPENDIX A [LPRESENTATIONS AND PUBLICATIONS FROM THE PROGRAM

Presentations and publications based on results from the FAA- and AFOSR-sponsored programs are
given in the following subsections.
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April 27,1993.

“Corrosion and Fatigue of Aluminum Alloys: Chemistry, Micromechanics, and Reliability,” R.
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